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L.N.E.R. Meeting 
HE satisfactory rolling stock position was one of the 
most important matters dealt with by Mr. William 
Whitelaw in his address to the stockholders of the London 
& North Eastern Railway Company at the annual meeting 
last Friday. As a result of the extensive programmes of 
new building the arrears of renewals of rolling stock were 
practically wiped out at the end of 1937. Not only has 
the rolling stock been maintained at the cost of revenue 
or a revenue fund, but there is a balance of over £2,000,000 
at the credit of the rolling stock renewal fund after all 
the arrears of renewals have been met. It is hoped that 
there will be a further reduction in the cost of repairs 
and partial renewals during the current year. The com- 
pany has now adopted a formula for arriving at an ade- 
quate charge against revenue for renewals of rolling stock 
for the two years 1936 and 1937 similar to that adopted 
by the other three main-line companies. Mr. Whitelaw 
also. referred with satisfaction to the large increase in 
passenger revenue of £568,000 over 1936 and £1,051,000 
over 1935. First class receipts were £55,950 higher, fol 
lowing an increase of £69,395 between 1936 and 1935. 
The extension of holidays with pay in various industries 
is expected to have a beneficial influence upon passenger 
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net revenue, provided that really effective steps are taken 
to extend the holiday period. 


* * * * 


L.M.S. Meeting 

Sir Josiah Stamp’s address to the stockholders of the 
London Midland & Scottish Railway yesterday gave par- 
ticulars of further progress in efficiency and research. 
Reference was made. to the locomotive testing station at 
Rugby in conjunction with the L.N.E.R., and to the 
modernisation of goods depots. Thirty-eight schemes of 
modernisation of goods depots have already been carried 
out and fourteen more are in hand. Research is being 
carried out into the present practice with regard to rail- 
joints, in order to see whether improvements in this respect 
are possible. Hitherto the directors have not considered 
that there was justification on their system for the adop- 
tion of rail-brakes in shunting yards, but they now have 
a scheme for the down yard at Toton at a cost of £60,000. 
Some 100 shock-absorbing wagons will be employed in 
the carriage of traffic specially liable to damage in transit. 
It is hoped to have the new staff college at Derby com- 
pleted and ready for the reception of students in May. 
In speaking of hotel improvements the Chairman men- 
tioned that the Queen’s Hotel, Leeds, was the first hotel 
in this country to be fitted with air-conditioning through- 
out. The Coronation Scot is to be sent to the World’s 
Fair in the United States next year. Referring to recent 
accelerations in passenger trains, Sir Josiah Stamp said 
that their loadings were remarkably good, and they had 
brought a considerable measure of additional patronage. 
The net revenue receipts for 1937 were the best since 
1929, and the company was doing substantially more in 
actual work than in 1929. For 1938, trade might be 
expected to be on the whole about the same as in 1937. 
A full report of the meeting will appear next week. 


* * * * 
The Week’s Traffics 
Coal contributes £67,000, merchandise £53,000, and 


passenger train tratfic £57,000 to the total increase of 


£177,000 in receipts shown by the four main-line railways * 


for the past week. The combined increase for the year 
to date is now £967,000 on aggregate takings of 
£26,104,000 or 3-85 per cent. Total takings for the past 





week were L.M.S.R. £1,206,000, L.N.E.R. £906,000, 
G.W.R. £508,000, and Southern Railway £350,000. 
9th Week Year to date 
A ete 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 


£ £ z 
2,000 + 17,000 + 37,v00 354,000 + 3°44 


L.M.S.R. a + 22,000 — + 

L.N.E.R. 11,000 33,000 + 28,000 72,000 + 355,000 + 4-69 
G.W.R. os 10,000 17,000 12,000 + 39000 + 172,000 + 4-10 
S.R. + 14,000 5,000 10,990 + 29,009 + 85,000 + 2-78 


Great Northern (I.) traffics for the past week, totalling 
£18,300, show a decrease of £550; Great Southern, total- 
ling £72,332, a decrease of £3,076; and Belfast and County 
Down, totalling £2,136, a decrease of £39. Mersey Rail- 
way receipts total £4,268, an increase of £46; and Liver- 
pool Overhead £1,328, an increase of £181. 

ok * * * 


Colonel John Stevens: Father of American Railroads 

This week marks the centenary of the death of a great 
American transport pioneer, often called the ‘‘ Father of 
American Railroads.’’ Colonel John Stevens was born 
in 1749 and was therefore a British subject. After 
eraduating from King’s College (now Columbia Univer- 
sity) in 1768, he studied law. During the War of In- 
dependence he acted as Treasurer of New Jersey, and 
attained the rank of colonel. Although not trained as an 
engineer, Colonel. Stevens was for half a century one of 
the chief pioneers in the use of steam transport both on 
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land and water. His interest in steamboats was stimu- 
lated by the work of James Rumsey and John Fitch, 
and he himself built some notable early steam vessels, 
including the twin-screw Little Juliana in 1804, and the 
paddler Phaenix in 1807 which made a trip from New 
York to Philadelphia. In 1812 he published an out- 
standing pamphlet called ‘‘ Documents Tending to Prove 
the Superior Advantages of Rail-ways and Steam- 
Carriages over Canal Navigation,’’ and three years later 
(in 1815) secured from the State of New Jersey, the 
‘‘ first American railroad charter’’ for a line from the 
River Delaware near Trenton to the River Raritan at or 
near New Brunswick-—substantially from Philadelphia to 
New York. The scheme proved abortive, and in 1823 
Stevens obtained from the Legislature of Pennsylvania a 
charter for a Pennsylvania Railroad to connect Phila- 
delphia with Columbia. He had bought large tracts of 
land in 1784 at Hoboken in New Jersey, on the west 
bank of the river Hudson, and here in 1825 he ran a 
steam locomotive of his own invention on a circular track 
fitted with a centre rack rail. His persistent advocacy 
of the steam railway was an important factor in the early 
and extensive adoption of this means of transport in the 
U.S.A., and when Stevens died, on March 6, 1838, there 
were over 1,600 route miles of railway at work in the 
country to which he was devoted. 


* * * * 


Overseas Railway Traffics 

The allied systems of the Argentine North Eastern and 
Entre Rios Railways are alone amongst the British- 
owned Argentine railways in recording traffic increases 
during the past fortnight. In that period the Argentin« 
North Eastern has a net increase of £285 and the Entre 


Rios an increase of £2,704. The four big companies 
again show substantial decreases. Antofagasta receipts 


have been affected by three days’ holiday on the Bolivian 
section and by suspension of traffic for a few days due 
to damage caused by floods. On the Central Uruguay 
the traffic increase to date is £11,026, although receipts 
in Uruguayan currency are down $240,864. 


No. of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
f £ £ £ 

Buenos Ayres & Pacific 36th 111,476 — 12,789 3,071,033 89,370) 
Buenos Ayres Great Southern 35th 200,496 — 26,203 5,304,961 97,747 
Buenos Ayres Western 6th 42,990 — 13,089 1,633,747 84,258 
Central Argentine 36th 105,834 — 81,195 4,477,719 940,441 
Canadian Pacifi 9th 507,000 — 19,400 3,939,600 — 44,200 
Bombay, Baroda & Central India 49th 204,150 13,500 8,079,150 28,875 


By the decreases during the past fortnight the Canadian 
Pacific has changed its aggregate increase of £5,800 into a 
decrease of £44,200. 


* 


* 
* 
x 


The Argentine Peso 

Although the remittances of British-owned railways in 
Argentina are still made at the agreed official rate of 
16 pesos to the £, the recent sharp drops in the “ free ’’ 
Argentine peso rate down to as low as 19°39 are likely io 
affect the railways adversely because of the reasons which 
have led to the fall. The first nine months of 1937 were a 
period of great prosperity for Argentina which had an 
export surplus of £47,000,000 for the whole of the year. 
since last September, however, the export surplus has 
shown signs of diminution largely because of disappoint- 
ment with the crop situation and in January of this year 
the exports were as much as 48-4 per cent. in value below 
those of January, 1937. At the beginning of this year 
the “‘ free ’’ peso rate was in the neighbourhood of 17, 
and for some time past official support had been keeping 
it at about 19:10. This official support has now been with- 
drawn, presumably with the object of checking imports, 
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and this would lead to a restriction of business in the 
country which would necessarily have its effect on rail- 
way traffics. 


* * * * 


Derwent Valley Light Railway 

On this single-line standard-gauge railway of 16 m 
which links up with the L.N.E.R. at York, and Cli 
there is no regular passenger service, though parcels a 
mails are carried and excursion trains are run during ¢ 
summer months when required. The tonnage of go 
trafic in 1987 amounted to 51,403 tons, against 60,475 t 
for 1936, which was a record year in the history of t 
railway. There was a slight improvement in coal cl: 
tonnage and receipts. 


1937 1936 
i f 

Passenger train receipts . . =i 95 102 
Goods train receipts 6,742 7,654 
Total receipts 6,895 7,822 
Expenditure é% 6,016 6,093 
Net railway receipts ay e 879 1,729 
Net revenue 1,372 2,468 


The company has recently introduced improved warnin; 
signs at its open crossings, which are described and illus 
trated in our Road Section at page 479 of this issue. It 
has nine merchandise and mineral vehicles. Train-miles 
run during 1937 were 39 coaching and 10,828 goods 
comparing with 115 and 10,733 respectively in 1936. 
Passengers carried were 278 in 1937 against 608 in 1936 
* ok Me a 


American Railways in 1937 

The year 1937 proved to be an unfortunate one for rail 
ways in the United States. For though the gross revenues 
of the Class I systems improved by nearly $115 million 
or 2:8 per cent., their working expenses increased by all 
but $189 million, or 6-4 per cent. as compared with 1936. 
Legislation enforcing higher rates of pay and improved 
conditions for employees, coupled with enhanced cost of 
materials, fuel, and equipment generally, was responsible 
for this increase, and as a result, the operating ratio rose 
from 72°33 to 74°87 per cent., and the return upon capital 
fell from 2-57 to 2°27 per cent. The following table sum- 
marises the financial position of these 137 railways, which 
have an aggregate route-mileage of 235,443 miles : — 

1936 1937 
$4,051,196,452 $4, 166,068,600 
$2,930,170,375 $3,119,064,325 

$319,701, 180 $325,689,094 
$667,174,165 $590, 180,565 
72-33 per cent 74-87 per cent 


2-57 2-27 


Gross revenue 

Working expenses 

Tax payments .. . 

Net operating income. . 

Operating ratio 

Return upon capital 
But an even worse aspect of the situation was the 
marked fail in net income at the end of last year, until 
in December this showed a decrease of 63 per cent. as 
compared with December, 1936 (under $26 million as 
against over $70 million). Moreover, no fewer than 23 
Class I lines failed to earn sufficient revenue to cover the 
cost of operation and taxes during the year. It is to be 
hoped, therefore, that some substantial form of relief will 
be vouchsafed to American railways generally at a very 
early date. 

* * * * 


The Cadman Committee and Imperial Airways 
The recommendations on civil aviation made in the 
Cadman Committee report, published on Tuesday, seem 
the more startling in the suddenness with which they have 
revealed generally unsuspected weakness in the organisa- 
tion of Imperial Airways. On the operating side, the 
report recommends that Imperial Airways _ henceforth 
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develop long-distance and Empire services, and that the 
London—Paris route should be operated by a single com- 
pa formed with a pro rata shareholding by amalga 
mating the present services of Imperial Airways and 
British Airways. The latter company, it is recommended, 
should be suitably reorganised to work other European 
air services. For both concerns changes in directing per- 
sonnel are recommended, comprising the appointment of 
a full-time Chairman and one or more part-time directors. 
Dissatisfaction is expressed concerning Imperial Airways’ 
relations with the Air Ministry, and various proposals are 
made for strengthening the Department of Civil Aviation 
in the interests of technical progress. The Government, 
having accepted the chief recommendations, proposes to 
ask Parliament to raise the statutory limit on the aggre 
gate amount of subsidies payable to air transport com- 
panies from £1,500,000 to £3,000,000. Although not 
primarily concerned with internal air routes, the committee 
records its opinion that “‘ railway companies are making 

useful contribution to civil aviation development.’’ We 
quote its observations on this matter on page 463. 


* * * Y 


More Patronage for the Coronation, L.N.E.R. 


From March 7, as already announced, the down Corona- 
tion streamline express of the L.N.E.R. is calling at 
Newcastle, and with both the Coronation and the Silver 
Jubilee the Tyneside city thus has the unique advantage 
of two high-speed services making the 268-3-mile journey 
daily to and from London in 3 hr. 57 min. to 4 hr. 
Thus again the L.N.E.R. is catering well for the growing 
London—Newcastle traffic, the increase of which in 1937 
over 1935 was no less than 38 per cent. first class and 
39 per cent. third class. The additional stop has been 
made possible by the change-over from three-aspect to 
four-aspect colour-light signalling between York and 
Northallerton, and the continuation of the latter to 
Darlington, which now makes practicable over this nearly 
level and perfectly aligned streich the high speeds run 
regularly on other sections of the main line. Going south, 
the time similarly gained north of York will be used to 
ease the extremely tight timing cf the up Coronation 
between York and King’s Cross, and so should result in 
more consistentiy punctual arrivals in London than hitherto. 
A new facility afforded to West Riding business men, 
by means of the Coronation’s stop at Newcastle, is an 
evening service from Leeds to Glasgow at 5.50 p.m., 
starting 17 hr. later than the last evening departure pre- 
viously available by the L.M.S. route; this results from 
the late evening train at 10.30 p.m. from Edinburgh to 
Glasgow which was put into operation on March 1. 


* * * * 


Tyneside and Merseyside Electrification 

The arrangements which have been made for bringing 
into public service two important electrification schemes 
on Monday next, provide virtually a case of history 
repeating itself. The L.N.E.R. is introducing the first 
public electric trains on the Newcastle to South Shields 
line on Monday, although the full and accelerated service 
will follow some weeks later; while the L.M.S.R. and the 
Mersey Railway are inaugurating their new joint electric 
services over the converted Wirral lines from Liverpool 
to New Brighton and to West Kirby. Exactly 34 years 
ago the predecessors of the present companies made their 
first essays in electric traction in the same respective areas 
and practically on the same date. On that occasion it so 
happened that the old North Eastern Railway was first 
by a few days in inaugurating electric services between 
New Bridge Street (Newcastle) and Benton on March 29, 


THE RAILWAY GAZETTE 459 


1904, although the service through to Monkseaton did 
not begin until June 6 of the same year. On Merseyside 
the old Lancashire & Yorkshire Railway had converted 
its line between Liverpool and Southport and already 
various trial trips had been run. Standard works of 
reference differ as to the precise date on which public 
traffic was first carried by electric trains, but our own 
records made at the time fix the day as Tuesday, 
April 5, 1904. 
* * * * 


Further Locomotive Industry Rationalisation 


It was in 1875 that the Locomotive Manufacturers’ 
Association was formed to deal with such matters as con- 
cerned the interest of the British locomotive building in- 
dustry as a whole. For many years these activities were 
concerned mainly with the provision of a central office 
charged with the task of keeping a watchful eye upon 
industria! and legal developments which might affect the 
interests of its members. Of late years financial stringency 
has resulted in the potential locomotive building capacity 
of the British industry being substantially in excess of 
the purchasing ability of would-be customers, and the 
general conditions of the trade have been constantly under 
review by the association. As a result the industry has 
embarked upon a scheme of voluntary rationalisation of 
which the fruits so far have been the withdrawal from 
locomotive manufacturing of Sir W. G. Armstrong Whit- 
worth & Co. Ltd., and Nasmyth Wilson & Co. Ltd., 
events which have already been recorded in our pages. 
Now it is officially announced by the Locomotive Manu- 
facturers’ Association that arrangements have been com- 
pleted to reduce still further the number of locomotive 
builders by eliminating the old-established and famous 
Leeds firm of Kitson & Co. Ltd. That company’s Airedale 
Foundry will continue its general engineering business, 
so that the name of Kitson will not be allowed to die; 
moreover, it is expected that no additional unemploy- 
ment will result from the transaction. 


* * a * 


A Use for a Large Face 


Most of us know what to do with the face with which 
Nature in a kindly or malevolent mood has endowed us. 
If this knowledge is lacking, no doubt some thoughtful 
and well-disposed person will some time or other give 
some sound advice as to its best employment—even if 
it may involve immersion in a useful culinary utensil. 
A most unfamiliar use for man’s most noble ornament 
was, however, recently revealed by a West of England 
paper, which caused consternation in local railway circles 
by gravely stating that ‘‘ in our fastest streamlined ex- 
presses, touching 100 miles an hour, a passenger who 
nuts his face out of the window increases the strain on the 
engine by 15 horse power.’’ Assuming therefore that the 
Coronation express is travelling at 90 m.p.h., how many 
faces, or in more scientific terms, how many square feet 
of face protruding from the windows would be necessary 
to bring the train to a standstill? Had the L.N.E.R. 
realised the braking potentialities of the human face— 
particularly the large well-fed variety possessed by the 
majority of the business men patronising the streamlined 
expresses—the safety measure adopted of signalling these 
trains two sections in advance might well have been dis- 
pensed with. Now this fact is generally known, it is for- 
tunate perhaps that that part of the window which opens 
on the latest coaches affords too small an aperture to enable 
some over-ambitious individual to project some more mas- 
sive portion of his anatomy and thus cause the locomotive 
to explode in a praiseworthy endeavour to overcome the 
suddenly increased air resistance. 
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Travelling Show Trains 


EW methods of salesmanship are constantly being 


introduced, and one of the most interesting of those 


adopted in recent years has been the use of the travelling 
show train. In 1933 J. S. Fry & Son Limited adopted 
this method for bringing its manufactures of chocolate, 
cocoa, and similar goods to the notice of potential cus- 
tomers throughout the United Kingdom, and the success 
achieved resulted not only in the tour being repeated 
annually since, but also in a number of other important 
firms adopting the idea. Travelling show trains can be 
formed of any length desired, but the general practice is 
to have two or three coaches. One of these houses the 
actual exhibition itself, another can be used as a reception 
lounge for visitors, and a third coach can be equipped 
with sleeping and cooking facilities if the staff of the firm 
is to accompany the train. Lighting and heating is 
effected by an oil-driven generator in one of the coaches. 
rhis plan is varied to suit individual cases, and the rail- 
way companies willingly advise firms as to the most suit- 
able type of coach for their particular requirements. 
After selection, the coaches are usually stripped of all their 
internal fittings by the railway companies, and passed to 
the firm concerned, which carries out the internal decora- 
tion and fittings to its own design and at its own expense. 
Frequently, also, the traders arrange for the exterior of 
the vehicles to be painted or lettered in a conspicuous 
style. 

An itinerary embracing the principal centres of potential 
customers for the products of the firm concerned is 
prepared by the companies to suit the convenience of 
all concerned, and detailed timetables are then arranged. 
These generally provide for the coaches to be moved from 
point to point by fast trains during the night, thus 
enabling the firm to secure the maximum publicity for 
its commodities. Upon arrival at a selected town, the 
train is berthed in an easily accessible position in the 
passenger or goods station, and it is then opened for 
inspection by buyers to whom invitations have been ad- 
dressed previously. The train usually spends two or three 
days at the various places in the itinerary, but arrange- 
ments are frequently made to accommodate it for longe1 
periods. Travelling show trains are particularly useful in 
enabling manufacturers to display ranges of goods or 
merchandise which it would be impossible or extremely 
costly to bring to the notice of a large number of traders 
throughout the country, while the novel form of con 
ducting business has a decided publicity value. Retail 
trading is not generally carried out in the trains, but orders 
are taken for prompt delivery from the firm’s nearest 
supply depot. 

The railway companies’ charge for hauling the train is 
based upon the exceptional owners’ risk scale of rates for 
loaded vans, and reduced fares are charged for the staff 
accompanying the train. Travelling show trains have 
been used for the exhibition of such diverse articles as 
gramophones and wireless apparatus, timber and _ fine 
woods, shoe-repairing machinery, and electric cables and 
accessories. Imperial Airways Limited has used a train 
of this type for popularising flying on Empire air routes, 
but the latest innovation is that of Pilkington Brothers, 
whose train has become known as the Glass Train because 
it is covered with 120,000 miniature mirrors, and is fitted 
with glass floors, walls and ceilings. The train carries 
samples of nearly 600 different kinds of glass, and it is 
interesting to record that up to the present the train has 
covered 800 miles, frequently running at express speeds, 
without a single mirror or piece of glass being cracked. 
The exhibition of the Glass Train in London was 
reported in our issue of February 11. The publicity 
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value of the train can readily be visualised from the fact 
that at the first sixteen towns in its itinerary it was in- 
spected by over 164,000 people. From the success which 
has attended the tours of these trains, it is clear that the 
co-operation of the railway companies has rendered valu- 
able help to British trade and industry. 


* * * * 


Pennsylvania Railroad 


HARP declines in the freight traffic of the Pennsylva 
Railroad in the last four months of 1937, toget 
with steadily advancing operating costs, more than off: 
traffic gains made earlier in the year, so that results o! 
the fuli year’s operations, as compared with 1936, sh« 
a decrease of $11,179,666, or 13-3 per cent. in net rail 
way operating income. The company’s ninety-first annua! 
report, for the year 1937, reveals that operating revenu 
increased $14,508,320, or 33 per cent., while operatii 
expenses advanced $23,873,592, due to higher wage scale 
increasing costs of materials and fuel, and heavier es 
penditure in the spring and summer, when traffic wa 
moving in heavier volume, on equipment and roadwa 
maintenance. Freight revenue increased 2:4 per cent 
and passenger revenues 6:1 per cent. for the year. Thi 
net railway operating income of $73,000,927 represented 
a return of only 2°8 per cent. upon the investment in road 
and equipment. The extent of the traffic decline in the 
latter part of 1937, which so seriously affected the year’s 
results, is indicated by the fact that freight revenues in 
December showed a decrease of 32:7 per cent. as compared 
with December of 1936. It is estimated that the com 
pany’s gross and net income also were reduced approxi 
mately $15,000,000 by the elimination, as from Decem 
ber 31, 1936, under order of the Interstate Commerc: 
Commission, of the so-called emergency charges on freight 
traffic. Freight revenue figures for 1937 were $19,454,501, 
a decrease of $8,840,052, and the passenger revenue of 
36,283,549 was $196,360 lower. 

Increases of $9,208,478 in maintenance of way and struc 
tures charges and $5,945,283 in maintenance of equipment 
charges indicate the extent of the efforts made to improve 
the property in the first half of the year. Transportation 
expense, representing the actual cost of moving the traffic, 
increased $11,852,823, but notwithstanding this the trans- 
portation ratio—that is the proportion of operating 
revenues required to meet transportation costs, was kept 
down to 35°9 per cent. as compared with 34-4 per cent. 
in the preceding year. Taxes of all kinds continued to 
increase, recording an advance of $4,618,602 over 1936. 
Taxes in 1937 took more than 8} cents out of each dolla 
of operating revenue, and were equivalent to 6 per cent. 
or $3:00 per share on the stock. Hire of equipment and 
joint facility rents decreased $2,804,208 and non-opera- 
ting income, including rents and income from stocks and 
other securities owned, increased $1,439,694. After de- 
ducting interest payments, rent for leased lines and mis- 
cellaneous charges, and appropriations to sinking and other 
reserve funds, there remained a surplus of $19,134,172, a 
decrease of $12,265,179 as compared with 1936. The sur- 
plus for the year represented 2°9 per cent. on the capital 
stock as compared with 48 per cent. in 1936. The sur- 
plus per share (par $50) was $1:-45 compared with 
92:38 in 1936. Out of the surpius, $16,459,692 was paid 
to stockholders in two dividends, aggregating 23 per cent., 
the first on July 22 of 1 per cent. (50 cents per share) 
and the second on December 20 of 1} per cent. (75 cents 
per share). Dividends of 2 per cent. were charged 
against income for 1936. The remainder of the surplus, 
$2,674,480, was added to profit and loss. Some results 
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for the two years are compared in the accompanying 
table : — 
1937 1936 
$ $ 
455,933,509 441,425,189 


Total operating revenues 


fotal operating expenses .. at 337,961,293 314,087,701 
Net revenue from railway operations 117,972,216 127,337,488 
faxes, joint facility rents, etc. 44,971,289 43,156,895 
Net railway operating income 73,000,927 84,180,593 
Gr income 110,560,154 120,300,126 
Fixed charges 83,281,516 81,558,035 


Net income a = = 27,278,638 38,742,091 

rhe report shows that the average revenue per ton mile 
on the Pennsylvania Railroad in 1921 was 180 cents as 
compared with 0°98 cent in 1937. If the freight traffic 
of 1987 had been carried at the average revenue per ton 
mile of 1921, the gross earnings of the railway would 
have been increased $110,000,000 over what the con- 
signors actually paid last year. Information is also given 
in the report as to continued and rapid progress towards 
the completion of the company’s eastern seaboard elec- 
trification for both passenger and freight operations. The 
section of line between Paoli and Harrisburg was opened 
for operation of passenger service on January 15, 1938, 
and will be ready for freight service in the near future, 
which will permit electric operation of passenger and 
freight service over the line between New York, Phila 
delphia, Washington, and Harrisburg. There is a constant 
improvement in every department of the freight and 
passenger service, and new and modernised freight and 
passenger equipment has been introduced.  Air-con- 
ditioning was installed in 103 additional passenger-carry- 
ing cars in 1937, orders were placed during the year foi 
the construction at the Altoona works of 2,800 new freight 
cars of various types, and 11 new electric passenger loco- 
motives are being turned out of the shops for use in the 
recently opened main line electrification to Harrisburg. 
Capital stock of the company at the end of the year was 
owned by 215,629 holders, a decrease of 3,091 compared 
with December 31, 1936. The average number of shares 
owned was 61, 


The Netherlands South African Railway 
A N interesting article has appeared in our contemporary, 
“"  Spoor- en Tramwegen, by Mr. L. R. Middelberg on 
the early history of the Netherlands South African Railway 
in the Transvaal, of which the original main line ran from 
Komati Poort, on the Portuguese (Delagoa Bay) frontier, 
to Pretoria. The company was established in the Nether- 
lands on June 21, 1887, but could not continue operation 
for long after its lines were complete, owing to the South 
Atrican war of 1899. It had identified itself with the 
fortunes of the Transvaal Republic and so shared in its 
collapse. Several persons concerned in its affairs are still 
living, however, and look back on their pioneer work 
with no little pride. President Kruger greatly desired to 
establish rail communication between his capital and 
the coast, and at first sought to obtain a corridor of land 
between Natal and Portuguese territory. This failing, he 
proposed a line to connect with one from Lourengo 
Marques, for which an American, MacMurdo, held a con- 
cession, and sought to raise financial aid when in Europe 
in 1883. There was much sympathy in Holland with the 
after Majuba, and eventually some Dutchmen 
obtained a concession for the railway, but it took 
time to raise the money. Work was at last begun in 1889 
and pushed forward energetically in the face of many 
obstacles, not the least of which was much sickness among 
the staff; the whole line from the sea to Pretoria was com- 
plete in October, 1894, and 472 km. (293 miles) were in the 
Republic. Extensions later brought the total up to 
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1,147 km. (713 miles). The company prospered consider- 
ably, under the management of G. A. A. Middelberg from 
1890 to 1899, when he was succeeded by J. A. van 
Kretschmar, on whom the war threw a heavy task. When 
Pretoria was occupied in 1900 he was told to leave the 
country, but personally appealed to Lord Roberts, who 
granted him time to attend to certain of the company’s 
affairs. Owing to difficulties in settling with the British 
authorities, in which the Netherlands Government mediated, 
the concern was not wound up until 1908. After the war 
its lines became part of the Central South African 
Railways. 


* * * * 


Locomotive Exchanges 


OWEVER valuable may be the data obtained from the 
testing of locomotives in the standard conditions of 
a locomotive testing station, such as that which is about 
to be established by the L.M.S. and L.N.E. Railways at 
Rugby, such tests will always require complementary tests 
made on the road in ordinary service conditions before 
the analysis of locomotive performance can be regarded 
as complete. Thus, even though the French have at their 
disposal the ample resources of their locomotive testing 
plant at Vitry, they do not regard the results of the tests 
made there as final, in comparing the performance of one 
type with another, but a commendable feature of recent 
French locomotive research has been the exchange of 
engines between various systems for the purpose of com- 
parative trials. Now that national control of the French 
railways has been established, this principle of exchang- 
ing will doubtless be extended. Where such exchanges 
of locomotives have been arranged in this country in the 
past, newspapers have generally thrown over the event 
the glare of so much unwanted publicity as to invest 
what should be a scientific trial with all the characteristics 
of a race; the result has been that little, if any, of the 
comparative data so secured have been permitted to leak 
out afterwards, lest either contestant should be regarded 
as having “‘ won.’ But no amour propre appears to 
influence French locomotive engineers in these matters, 
and the lessons learned from such test runs in France are 
not withheld from public knowledge. 

Needless to say, it is the 4-6-2 and 4-8-0 locomotives 
of the Paris—Orleans—Midi line, lately rebuilt with the 
Chapelon modifications, that have figured most promi- 
nently in recent events of this description. In the April 
19, 1935, issue of THE RatLway GAZETTE, we described 
the trials of one of the P.O.-Midi 4-8-0’s on the Nord 
main line between Calais and Paris; on page 499 of this 
issue a brief description is given of the performance of 
another engine of the same type over the Est main line 
between Paris and Nancy. The Est problem is not so 
much that of gradients, although the Paris-Belfort line 
is certainly difficult in parts; but as on other main lines 
in France, numerous extremely heavy trains. require to 
be worked on tight timings with fairly frequent stops, so 
that the capacity for rapid acceleration from rest is an 
essential characteristic of its locomotives. In the search 
for a ‘‘ general purpose ’’ type of locomotive, therefore, 
the Est authorities borrowed not only the P.O.-Midi 
4-8-0, but also a Nord 2-10-0 of the type described in the 
December 29, 1933, issue of THE RaILway GAZETTE; and 
both were tried on a variety of services, including both 
express passenger, parcels, and fast freight, though the 
range with the 2-10-0 did not include the fastest passenger 
trains because of a maximum speed limitation of 65 m.p.h. 

The 4-8-0, however, proved itself to be an extraordi- 
narily adaptable engine. Whereas no steam-hauled run 
of a greater non-stop length than 833 miles is scheduled 
on its own system, it ran a 562-ton train non-stop over 
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the 219 miles from Nancy to Paris, on the fastest, steam- 
hauled run scheduled over Est metals, at a net average 
speed of 65 m.p.h. Other feats included accelerating « 
740-ton train to 52 m.p.h. up a grade of 1 in 125, and 
vith 815 tons covering 193 level miles at an average of 
71:1 m.p.h., and witha maximum of 77 m.p.h. At the other 
ead of the scale came the haulage of a load of 1,212 tons 
on a fast freight service, and with a tender and train that 
totalled fully 124 times the weight of the locomotive, and 
a net average of 36:6 m.p.h. was maintained throughout 
the 98-mile run between Pantin and Troyes, so that the 
engine gained 36 min. on schedule. The 2-10-0, with a 
train of 1,602 tons, averaged 32°5 m.p.h., but the 4-8-0 
throughout showed slightly the greater power output, and, 
moreover, at less cost in coal and water than the 2-10-0. 
The comparison was peculiarly interesting in that 5 ft. 
11 in. driving wheels were being tested against 5 ft. 1 in. 
wheels, and an adhesion weight of 74} against one of 
884 tons; actually the weights of the two engines are 
almost identical, the P.O.-Midi 4-8-0 turning the scale at 
1044 tons, and the Nord 2-10-0 at 102} tons, both, of 
course, exclusive of tenders. Another remarkable feature 
was that the two engines were averaging 904 and 100 lb. 
of briquettes and slack per mile, and yet burning it so 
efficiently that the consumptions per drawbar-horse-power- 
hour were only 2°87 and 3-06 lb. respectively. 

Some, at least, of the locomotive exchanges of the past 
on British metals have had their influence on subsequent 
locomotive practice in this country. There can be little 
doubt, for example, that the through working of the 
Sunny South Express in 1909 between Willesden and 
Rugby by the London Brighton & South Coast ‘‘ I3 ”’ 
4-4-2 tank No. 23 accelerated the introduction of super 
heating, not only on the L.N.W.R., but on British rail- 
ways generally. The exploits of the G.W.R. Pendennis 
Castle on L.N.E.R. metals in 1925 and Launceston Castle 
on the L.M.S.R. in 1926 so strongly upheld the efficiency 
oi Swindon standards of design that long valve-travels 
with early cut-off working and higher working pressures 
inevitably followed on the two systems concerned. Judged 
by results, therefore, locomotive exchanging is thus a 
profitable business, and if the researches of Rugby should 
be supplemented by track comparisons of this description, 
the science of locomotive building in this country can 
hardly fail to benefit. 


ra + « « 
Locomotive Inspection in the U.S.A. 


HE annual report of the American Bureau of Loco- 
motive Inspection recently issued, covering the fiscal 
year ending June 30, 1937, shows an increase over 1936 
in the number of locomotives inspected, those found 
defective, and those ordered out of service. This notwith- 
standing, the percentage of locomotives inspected and 
found defective remains at 12 per cent. as for the preceding 
three years. There was an increase of 9-6 per cent. over 
1936 in the number of engines ordered out of service 
because of defects which rendered them immediately un- 
safe. During the period referred to, the number of steam 
locomotives inspected totalled 100,033, of which 12,402 or 
12 per cent. were found defective, and of these 934 were 
ordered out of service, the latter figure, as already stated, 
representing an increase of 96 per cent. over the preceding 
year. In 1936, 97,329 locomotives were inspected, and 
of these 11,526 were found to be faulty, 852 being re- 
moved from service. In the year ending June 30, 1935, 
a total of 94,151 engines was inspected, of which 11,071 
were in a defective condition, and of these 921 were 
taken out of service. The total numbers of defects shown 
in the last three reports were 44,941 in 1935, 47,553 in 
1936, and 49,746 in 1937. 
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The total numbers of accidents caused by failure of some 
part of the steam locomotive, including the boiler and 
tender, were respectively 201, 209 and 263 in 1937 and ‘h¢ 
two preceding years, and, in the same order, the nur «1 
of persons killed in such accidents were 29, 16, and 25, 
the deaths in 1937 representing an increase of 52:2 cr 
cent. over the number of persons killed in 19.36. 
Accidents due to boiler explosions showed a slight incr: 
resulting in the deaths of 9 more persons, and injucics 
to 3 others, as compared with the previous year. In « 
case, after a locomotive had become derailed, the b¢ 
exploded and the engine fell from a trestle, alighting 
a highway 96 ft. below the level of the rails. The b 
was torn apart, and the cylindrical portion hurled upw 
and forward. It struck the track 400 ft. ahead of 
point of explosion, rebounded, and came to rest 350 
farther on, a total distance of 750 ft. from the px 
where the explosion occurred. The back end of the boi 
was blown backward 50 ft., and parts of the engine a 
boiler were scattered over a radius of 1,000 ft. In anot! 
case, caused by overheating of the crown plate due io 
low water, the boiler was blown-a distance of 323 ft 
forward, and parts of the wreckage were scattered over 
radius of 800 ft. This boiler was fitted with only om 
water gauge glass, the top cock of which was found closed, 
and the valves bent in such a manner as to indicate that 
it must have been closed prior to the explosion. Tests 
applied to another locomotive showed that one of th 
four safety valves did not open, and on being dissembled 
it was found that a piece of steel tubing had been sub 
stituted for the spring. A sworn report had been madi 
at the last quarterly inspection to the effect that all four 
safety valves had been properly set at that time. 

Accidents to boilers and their fittings, other than actual! 
explosions, resulted during the year in the death of 2 
persons, and injuries to 60 others. Among the recom- 
mendations accompanying the report is one to the effect 
that all steam locomotives used on main lines should 
be equipped with a suitable water column to which three 
gauge cocks should be attached, and one water glass with 
not less than 6 in. and 8 in. clear reading; and further, 
an additional water glass of the same proportions should 
be located on the left side of the boiler. 


* * * * 
Clay Slips 

[* his paper to the Civil Engineers last Tuesday on 

‘‘ Engineering Problems Associated with Clay, with 
Special Reference to Slips,’’ Mr. T. H. Seaton gave a 
useful survey of the fickle nature of clay and how to 
coax it into bearing submissively the surgical operations 
necessitated by laying railways upon and through it. The 
problems that have arisen through the inexpert handling 
of clay are as old as railways, as is shown by Mr. Seaton’s 
gratification at discovering that in 1840 Robert Stephenson 
had adopted on the London & Birmingham Railway a 
method of stopping a clay slip which Mr. Seaton had 
rediscovered nearly a hundred years later. That, it 
must be confessed, is no great credit to the practica! 
aspects of engineering education. It is as a contribution 
to this that Mr. Seaton’s paper, and the discussion of it, 
have chief value, though even now there are no hard-and 
fast rules for the treatment of clay slips. The re-enuncia- 
tion of first principles by Mr. Seaton is a foundation for 
the application of commonsense methods adapted to cir- 
cumstances. In the little book, ‘‘ Railway Maintenance 
Problems,’’ a reprint of articles that appeared in these 
pages, the author, Lt.-Colonel A. H. Hull, also once a 
District Engineer, devotes much attention to slips, and 
his recommendation at once to weight the toe has often 
been adopted with success and economy. 
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THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Naming of Locomotives 


390, Wakefield. Road, Huddersfield, 
March 5 
To THE Epitor oF THE RalILway GAZETTE 

Six,—In your editorial comments on my recent letter under 
this heading, you include a remark which I feel compelled to 
correct. 

[ have no preference, declared or implied, on the ground 
of euphony or on any other, for the name ‘‘ Baby Scot ’’ 
and I agree with you that it is ‘‘ faintly ridiculous.’’ The 
new Official name ‘‘ Patriot ’’ is undoubtedly superior, but 
my point was that the other is too well established to be 
easily displaced at this late date. 

Yours faithfully, 
W. A. TUPLIN 


Considerations for New Tubes 


Chinthurst Lodge, Wonersh, Guildford, 
February 11 
To THE Epiror oF THE Raitway GAzETTE © 

Sir,—The heading of your article, ‘‘ Considerations for 
New Tubes,’’ moves me to suggest one which I have thought 
for many years would be most useful, viz.: Victoria—Hyde 

Park Corner—Marble Arch. , 

Yours faithfully, 

Cc. F. DENDY MARSHALL 
rhe London Passenger Transport Board has officially 
stated that it is financially unable to undertake important 
new capital works until the completion of the scheme now 
being carried out under the agreement with H.M. Treasury 
In any event we think it unlikely that the board would 
undertake so short a line as that suggested by Mr. Dendy 
Marshall, excepting as part of a larger scheme capable of 
extension into the outskirts and linking up with other lines. 
The whole tendency of tube railway development in London 
4 recent years has been to eliminate disconnected shuttle 

workings.—Ep. R.G.}] 


Local Services on Main Lines 


London, February 21 
To tHE Epiror oF THE RaILWay GAZETTE 

Sir,—The letter of your correspondent ‘‘ Welwyn ’’ in the 
fanuary 21 issue, and others on the same subject which have 
followed it, have raised the question of the line built by 
the Great Northern Railway from Cuffley through Hertford 
to Stevenage, on the main line. With its tunnels, including 
the 2-mile Ponsbourne tunnel, and several viaducts of con- 
siderable size, as well as heavy earthworks, this was a costly 
line to build, and it was laid with double track, and gradients 
ind curves suitable for fast travelling. Can this expenditure 
have been incurred solely for the purpose of extending 


suburban trains out to Hertford (with no curtailment of 
journey time between the county town and London), the 
running of a railmotor two or three times a day between 
Hertford and Stevenage, and for the through working of one 
or two daily freight trains over the length of the line? Its 
only other present value is to provide an alternative route 
in the event of any complete blockage of the main line 
between New Barnet and Stevenage. 

Surely the time has now come when, in view of the in- 
creasing occupation of the main line by fast trains, and 
the difficulty of working them through the bottlenecks from 
Greenwood (Hadley Wood) to Potter’s Bar, and Digswell 
(Welwyn) to Woolmer Green, more use might be made of 
the Hertford loop, and with considerable advantage to that 
town? For example, the 12.4 p.m. from Doncaster leaves 
Hitchin each afternoon on what appears from the timetable 
to be a non-stop run to Finsbury Park, and the timetable 
student may well wonder how it manages to spend 54 min. 
on a journey of 29} miles. The explanation is that it is 
quietly ‘‘ parked ’’ on the slow road at Knebworth in order 
to allow the expresses due in King’s Crossat 4.15 and 4.20 p.m. 
to pass. Why should not such a train as this be diverted 
via Hertford, stopping both there and at Enfield, and giving 
a valuable direct service from the main line to both places? 
It would still more than comfortably reach Finsbury Park 
and King’s Cross at the same time as now. With adjust- 
ments of service at other times of the day, the main line 
might be relieved, the costly Hertford loop might be put to 
far better use than at present, and Enfield and Hertford 
would both stand to gain considerably in travel facilities. 

Yours faithfully, 
VERITAS 


Railways and Painters 
Essex House, 
Essex Street, Strand, W.C.2, 
February 25 
To rHE Epiror or THE RalLway GAZETTE 

Sir,—‘‘ Put not your trust in painters,’’ would seem to be 
the deduction to be made from the following passage in 
‘“ Records of Nineteenth Century Leicester ’’ collected by 
Isabel C. Ellis (Privately Printed, 1935), pp. 39/40:— 

‘From these small beginnings ’’ (i.e., the Leicester and 
Swannington Railway) ‘‘ was evolved the Midland Railway 
Company, of which John Ellis served as first Chairman for 
some nine years. On his retirement the directors voted a 
sum of one thousand guineas for a testimonial to him, and 
a portrait was painted by John Lucas in which Ellis is seen 
standing before a distant view of the Glenfield Tunnel. 
With a perhaps unconsciously gracious gesture, the artist has 
depicted a London & North Western Railway engine on the 
line.”’ 

Yours faithfully, 
KENNETH BROWN 








Railway Air Services in the 
Cadman Report 


Committee of Inquiry into 
458) ma he 
“ Railway Air 


The report of the Cadman 
Civil Aviation (see editorial note ge 
following observations under the heading 
Lines ’’ :— 

We consider that the railway companies are 
useful contribution to civil air development. While they 
ire no doubt influenced by consideration of their own 
interests, the evidence is that they have provided capital and 
experience in a proper and constructive manner under the 
authority of powers conferred on them by the several Railway 
Air Transport) Acts of 1929. 

Fears have been expressed that the railway companies 
may crush smaller air operators, and then proceed to stifle 


making a 


internal air transport. Section 10 of the Acts, 
seems to us to afford adequate safeguards :— 

10. If the Secretary of State for Air is at any time of 
opinion that the interests of the public as regards the de- 
velopment of air transport or otherwise are prejudicially 
affected by the exercise of the powers of this Act he may 
give to the Company notice in writing thereof and of the 
reasons upon which that opinion is founded, and may direct 
1 public inquiry to be held at which all parties whom he 
considers entitled to be heard shall be given an opportunity 
of being heard. If after such inquiry the said Secretary 
of State shall still be of the said opinion and the Company 
shall not within such period as he may direct make provision 
to his satisfaction for the protection of the interests of the 
public then the said Secretary of State shall report to both 
Houses of Parliament.’’ 


however, 
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PUBLICATIONS RECEIVED 


G.W.R. ‘‘ Holiday Haunts,’’ 1938. 

The wise man who plans his holidays 
early and takes them while the summer 
is young, will welcome the news that 
‘‘ Holiday Haunts’’ for 1938, the G.W.R 
guide to the multitude of resorts on its 
system, is now on sale. Divided into 
seven geographical sections, each of 
which is introduced by a descriptive 
article written by Mr. S. P. B. Mais, 
the well-known novelist and_ broad- 
caster, this handbook contains 
300 magnificent illustrations in 
photogravure, 700 descriptions of 
G.W.R. and 8,000 
of holiday accommodation Between 
its bright ‘* Holiday Haunts’ 
contains much other useful information 
for the holiday-maker, including lists of 
cheap fares, particulars (with maps) of 
holiday season tickets and other travel 
facilities, and high tide tables. On 
this year’s coloured front cover the 
Great Western Glamour Girl, attired 
very much a Ja nature, strikes a new 
summery The price of this 
publication is, as usual, sixpence 


‘* Holidays by L.M.S.’’ 


some 
sepla 
addresses 


resorts, 


covers 


pose. 


\n answer 


to the question which most people 
are asking at this time of the year, 
‘Where shall we go for the summer 


may be found among the 976 
pages of ‘‘ Holidays by I M.S.,’” the 
1938 holiday guide of the L.M.S.R 
Not only will this handbook make up 
the mind of the vacillating but it will 
also persuade the anchorite by opening 
up to him a delightful vista of fresh 
woods and pastures new he experi- 
enced holiday-maker does not need to 
be told that the L.M.S.R. system is 
pretty far flung and includes some of the 
choicest and finest scenery in 
England and Wales How these may 
be reached with a minimum of trouble 


holidays ”’ 


spots 


to the traveller is clearly indicated 
in this handbook Over 600 resorts 
situated in 32 different counties—from 


Cumberland to Kent, from Caernarvon 
to Cornwall, and including the Isle of 


Man and the Channel Islands——are 
fully described and most attractively 
illustrated Some 7,000 addresses of 


hotels and boarding houses, a full index 
to the and a folding 
map, are included Che coloured front 
cover shows a bathing belle actually in 
the sea, thus demonstrating that these 
young ladies can form an animated 
as well as a decorative part of the sea- 
side landscape \ modest sixpence will, 
as heretofore, purchase this handbook. 


‘* Holiday Handbook,’’ L.N.E.R. 

During the summery weather experi- 
enced in the past few days no more 
appropriate literature: could be on 
view than the newly issued ‘“ Holiday 
Handbook,’ the L.N.E.R. ‘‘ Herald to 
the 1938 Holiday Season.’’ In addition 
to the usual information regarding 
accommodation in the districts served, 
all the new features introduced at 
‘‘ Drier Side ’’ resorts since last season 
are embodied in this handbook. In- 


resorts covered, 


cluded also are the tariffs of the hotels, 
boarding houses, and apartments avail- 
able for the holiday-maker at the 
various resorts The book is bound ina 
brilliantly coloured cover from a new 
design by Mr. Frank Newbould, and 
varnished to prevent soiling. This 
cover design has also been employed 
for showcards and posters of varying 
Twenty-one maps of _ holiday 
resorts are set out in this guide book, 
which is profusely illustrated by entirely 
new pictures in photogravure.  Alto- 
gether there are 932 pages, on each of 
which is useful information for those 
considering the important question of 
holidays. The unassuming sixpence 
secures a copy of this handbook 


$1Zes 


Hints for Holidays.—There are 950 
pages of this popular Southern Railway 


handbook this vear and innumerable 
illustrations—-all, of course, designed 


to lure the reader to the various holiday 
resorts served by the ‘‘ Sunshine Line.”’ 
rhe illustrations are well selected and 
artistically arranged, and a number of 
maps add materially to the usefulness 
of the publication The south, it 1s 
pointed out, is still pre-eminent for 
sunshine, last year’s figures, issued bv 
the Meteorological Office, showing that 
out of the first 32 resorts, 26 were served 
bv the Southern Railway. The holiday 
area served by this railway is extensive 
and includes some of the lovelist 
scenery tn England—as will be readily 
admitted after a glance through the 
illustrations in this handbook. The 
fullest information is given respecting 
the accommodation offered by various 
and apartment and_ boarding 
The coin of the realm (six 
pence) requested by the company in 
exchange for a copy of this publication 
represents a transaction undoubtedly 
in favour of the purchaser. 


hotels, 


houses 


Observation in Russia. By Sidney 


I. Luck London: Macmillan & Co. 
Ltd., St. Martin’s Street, W.C.2. 8 in. 
5} in. lin. 339 pp. Illustrated. 


Price 10s. 6d. net.—Captain Luck was 
a member of the North-British expedi- 
tion which visited Siberia to observe 
the eclipse of 1936, and he took the 
opportunity of examining and 
with an appropriate degree of scientific 
impartiality and economi 
conditions which exist in Russia _ today. 
Having spent his youth in Russia, and 
speaking the language fluently, he was 
well qualified for the task. He shows 
himself to have been a keen, critical, and 
intelligent observer. 

Captain Luck’s comments on the 
railway system of Soviet Russia will, 
of course, be of particular interest to 
readers of THE RaiLway GAzeTTE. Of 
his night journey from Leningrad to 
Moscow he says that it was, as far as he 
was concerned (2.e., as a_ first-class 
traveller in a wagon lit) as comfortable 
as first-class travel elsewhere in Europe, 
and he adds that the train reached 
Moscow punctually at 10 a.m, Of the 


also 


the social 
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much longer journey from Moscow to 
Omsk in Siberia, he writes: ‘ Our train 
reached Omsk at 3 this morning—ahout 
an hour later than the scheduled time. 
It had covered about 3,500 kil in 


about 60 hours, or, roughly, 36 les 
per hour, including stops.”’ This a 
remarkable achievement, but later ¢ )m- 
ments lead one to suppose that it is Gnly 
on the big through routes that anyt!\ing 
approaching this standard is kept up 
For instance, a projected journey m 
Omsk to Kubishev (little more than 
half-way between Omsk and Moscow) 


was abandoned because Intourist iS 
unable to recommend it. The route 1S 
not on the main line, and the journey 
would take 72 hours. “‘ Perhaps,’”’ adds 
Captain Luck, “ it is better thus. Judg 
ing by the railway time-tables, which 
I have lately been studying with 
assiduity, it is often better to reach 
your final destination via Moscow than 
to attempt a direct route.”’ 

Perhaps the most interesting part ot! 
this book is its account of economic 
conditions and of the present trend t 
wards individualism, both in output 
and reward. The Stakhanovites or 
“shock workers,’’ who boost up their 
own production ad outrance, not 
receive a much greater reward for their 
labours, for they are paid by result 
but are also the heroes of the day. Their's 
are the photographs, and not those of 
film stars or society beauties, which 
appear in the Russian papers. Alto- 
gether, this lively and incisive record by 
a diligent and interested inquirer, may 
be warmly recommended to those who 
are interested in Russan affairs. 


ONLY 


Feeder and Distribution Equip- 
ment.—A_ catalogue of pillars and 
panels for electrical feed and distribu 
tion reaches us from British Insulated 
Cables Limited, Prescot, Lancs. In all 
this equipment, high-conductivity cop 
per is used for all conductors, and the 
cable terminals have a tapered cone 
contact which ensures a tight friction 
fit, together with quick release when re- 
quired. The pillar carcasses, specially 
designed for compactness, are of the 
built-up type, with all parts readily 
replaceable. When required, the feeder 
and distribution units can be assembled 
on panels for wall- or floor-fixing in 
substations 


Circuit Controllers.—A pamphlet 
from the Siemens & General Electric 
Railway Signal Co. Ltd., East Lane, 
Wembley, describes the range of Micro- 
Adjust circuit controllers, made in 
standard two-, four-, and six-way sizes. 
The contacts are easy to adjust for fine 
individual settings, but are positive 
when so set. Any contact combination 
can be arrived at, passing mid-stroke 
contacts being given by a shorter seg- 


ment. The unit is housed in a cast-iron 
casing with hinged lid and gasketed 
joint. The contact segments are of 


rolled phosphor-bronze and are insulated 
with bakelite. The contact fingers are 
also of phosphor-bronze, mounted on 
substantial bakelite bars. Every ‘unit 
is supplied with an operating crank for 
working from the signal arm or lever. 
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THE SCRAP HEAP 


— 


he regular passengers on an early 
morning city train presented the guard 
with a gold watch and chain on his 
retirement. With the compliments of 
the seasons? 

* * *x 

HIS TRAIN HOME 

[ sat near a man who lives at 
Folkestone and loves the sea. He 
knows every cross-Channel steamer 
captain, says they are ‘“‘ the finest 
bunch of fellows one can imagine.”’ 
He told me the story of one famous 
skipper who was put on the Dover 
route for a time. This irked him, be- 
cause he lived in Folkestone and liked 
to get home early. The result was 
that he broke all records for cross- 
Channel passages so that daily he 
might catch a local train from Dover 
to Folkestone when he returned from 
France.—Talk of the Day in “‘ The 
Evening News.’’ 

* * a” 

\ Frenchman has just constructed a 
railway between Paris and St. Germain, 
in which carriages glide along like 
sledges without the aid of wheels. The 


carriages are so fitted on the rails that 
by simply turning a tap a stream of 
water is introduced between the slide 
and the rail, and a gentle motive power 
being applied, the carriage shoots for- 
ward with great speed. By decreasing 
the quantity of water thrown on the 
rails the speed may be diminished, and 
by shutting off the supply altogether 
the train can instantly be brought to a 
standstill. Hitherto only horses have 
been used as a motive power.—From 
‘“* The Builder ’’ of September 22, 1866. 
* * * 


Although a cat may look at a king, 
it is rarely we are able to record that a 
railway (or more strictly an ex-railway) 
cat has been honoured by Royalty. But 
this is true of one of the station cats 
at Harrogate, L.N.E.R., which was 
born in a hole in the Up platform wall 
last June. It lived in this hole, well 
cared for by the station staff, for some 
weeks, until one day Lady Ackroyd, of 
Grantley Hall—a lover of cats—being 
interested in its remarkable upbringing, 
adopted it. The cat now enjoys the 
privilege of being Pussy No. 1 at the 
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Hall, and last September, when Queen 
Mary visited Grantley Hall, she heard 
with interest the life story of this 
orphan, and puss was duly presented 
and received with dignity the Royal 
favours. 

* * * 

A correspondent remarks that the 
year 1865 provided a remarkable in- 
stance of an early railway ‘“‘ hustle.’’ 
When the Scarborough and Whitby 
coast line was projected, the North 
Eastern Railway applied for and 
obtained powers for a short line to con- 
nect the Malton and Whitby with the 
Scarborough line near Rillington, for 
the purpose of working through traffic 
and saving 12 miles of the route via 
Malton. The powers were obtained in 
June, 1865; the line was constructed in 
three weeks and was opened to the 
public in July, 1865. This line was in 
use for fifteen months only, and was 
found unprofitable. The trains were 
therefore withdrawn, the points pulled 
up, and the staff removed. 

* * * 

The L.N.E.R. announces that 22,882 
boxes of flowers from Spalding were 
received at King’s Cross during the 
month of February. 








One Hundred Years Ago 


Extracts from the 


March, 1838, issue of “* The Railway Magazine ” 


(afterwards ‘* Herapath’s Railway Journal”) and the oldest constituent of 
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Berwick and Kelso Railway.—The 
ompany for this undertaking is broken 
ip.—Berwick Advertiser. 

Dublin and Kingstown Railway.— 
During the late gale, two small por- 
tions of the parapet wall between Sea 
Point Fields and Salt Hill station were 
washed down, and the sea pouring in 
turned the railroad into a canal for 
two or three hours. Less than £20 will 
repair the breaches, which were en- 
tirely in that part of the parapet wall 
which was not strengthened last spring. 
rhe trains commenced running through 
to Kingstown as usual shortly after one 
clock. , 

London and Birmingham Railway. 

The general half yearly meeting was 
held in Birmingham on February 21. 
rhe railway was opened to Tring in 
the month of October, as the Directors 
nticipated, but a winter of unusual 
everity and duration, by retarding the 
remaining works, made the farther 
opening in January impracticable, and 
still occasions delay. A very few 
weeks, however, after the breaking up 
f the frost, will suffice to complete 
the road between Tring and Denbigh 
Hall and between Birmingham and 
Rugby. In anticipation of the 
next opening, the Directors have made 
irrangements for the booking and con- 
eyance of passengers and parcels for 
the whole distance between London 
ind Birmingham. Messrs. Horne and 
Chaplin, the coach proprietors, have 
contracted to provide the requisite 


means for carrying the railway pas- 
sengers and their luggage on the turn- 
pike-road between the two stations, as 
the trains may successively arrive, at 
the charge and subject to the regula- 
tions of the company... . The 
arrangements for the carriage of 
goods, when the company shall be in 
a condition to undertake it, have 
occupied much of the attention of the 
Directors. Aware of the advantages 
of combining experience with system in 
the management of a business so ex- 
tensive and complicated as the future 
goods traffic of the London and Bir- 
mingham Railway, the Directors have 
much satisfaction in announcing that 
they have secured the valuable services 
of Mr. Baxendale, of the well-known 
firm of Pickford & Co., for the con- 
duct of this department, under an 
agreement which is to take effect from 
the opening of the railway for this 
branch of business. 


Liverpool and Manchester Railway. 
-The report for the half year ended 
December 31, 1837, included among 
other things the following points: the 
Warrington passenger traffic previously 
belonged to the company, and in a 
more profitable form than _ at 
present. ... On the first of next 
month, the Grand Junction Company 
commence the conveyance of mer- 
chandise, on which a toll will be 
chargeable by the Liverpool & Man- 


chester Company. Since the 
proprietors met in July last, the 
passenger arrival station at Man- 


chester has been opened to the public, 
and the convenience of the new 


arrangement has been generally 
acknowledged. The new laying 
of the road with stronger rails has 


been completed during the last half- 
year, and the improvement is obvious 
in the increased steadiness and easy 
motion of the carriages. 


American Method of Preventing 
Railway Accidents.—‘‘ A scoop or case 
should be attached to the front of all 
locomotive engines, made with a strong 
oak bottom, strapped with bands of 
iron throughout and armed in front 
with a split bar of six inches in breadth, 
riveted to the forward edge of the 
scoop. This case, which is formed like 
a wedge, should project from five to 
six feet in advance of the engine, being 
attached firmly thereto by projecting 
braces of iron, and otherwise firmly 
secured to the bed frames of the car- 
riage, so that the bottom of the scoop 
should be but three inches above the 
top surface of the rails. The sides 
shonld taper from the front edge up to 
two feet in height, and be firmly 
attached to the bottom of the scoop 
with straps of iron. This machine is 
used on all the principal passenger 
routes of railways in the United States, 
and is termed a cow or horse catgher. 
Its operation is simply to trip up any 
animal that may be in the track, and 
deposit it in the scoop, avoiding, as it 
does effectually, the possibility of an 
engine passing over the body, for if 
the animal is not caught in the scoop 
it is inevitably thrown off the track to 
the right or left of the road, and 
thereby the danger will be entirely 
avoided.’’—Correspondent to the Morn- 
ing Chronicle. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


NORTHERN IRELAND 


G.N.R. Shareholders Critical 

of Transport Board 

Severe criticism of the Northern 
Ireland Road Transport Board was 
passed at the annual meeting of the 
Great Northern Railway Company 
Shareholders’ Protection Association in 
Belfast. The annual report stated: 
‘‘The committee feel very dis 
appointed and dissatisfied with the 
results of the working of the transport 
board and feel that it has not helped 
the railway.”’ 

Senator T. M’Laughlin, Armagh, 
who presided, said there had been a 
great deal of criticism of the transport 
board during the year, and in some in- 
stances justly so. Some _ people 
asserted that the Transport Act was 
brought in to help the railways. He 
had yet to be convinced of that. 
[heir receipts for goods traffic had de- 
creased since the Act came into opera- 
tion, and now they found that the 
railways had to pay a quota into the 
pool to balance accounts, instead of, 
as intended, getting their share out of 
the pool had the transport operations 
been a success. It was estimated that 
the deficiency of the transport board 
for the first two years of working had 
been £200,000. That loss would 
eventually have to be paid by the tax- 
payers, and further as stockholders in 
the company they were deprived of 
what should have gone towards re 
serves or paying a dividend, but which 
had gone into the pool to cover the 
losses sustained. 

Furthermore, the Act was intended 
to co-ordinate transport in that part of 
the country, and to avoid as far as 
possible uneconomic competition. Had 
that been achieved? Emphatically 
no; and he could prove that instead 
of co-ordination there was competition 
between the Transport Board and the 
railways, and that goods were being 
carried by the Transport Board at un 
economic rates, with which no railway 
could compete. 

Mr. W. Milliken, Vice-Chairman, 
said he was very concerned with the 
results of the working of the transport 
board. He had stated at previous 
meetings that the board should be 
given a chance to set its house in order, 
and that the immensity of the prob- 
lem it had to deal with was not fully 
recognised, but it must come to the 
conclusion that there was something 
amiss. It seemed as if the transport 
board was running in direct opposition 
to the railways instead of co-operating 
with them, and it looked as if the 
board was affecting the receipts of the 
railway more adversely than did the 
private-owner undertakings. 

Mr. George M’Cracken, 
criticised the 


Belfast, 


appointments to the 


transport board and said that before 
these were made there should have 
been a conference with the directors 
of the railways. 


BRAZIL 


Transport and Public Works 
Exhibition 

The interest aroused by the forth- 
coming Transport and Public Works 
Exhibition, to be held in Rio de Janeiro 
at a date to be announced later, has 
led the Minister of Transport to re- 
quest exemption of customs duties, as 
also federal, state, and municipal taxes, 
on all exhibjts. The exhibition has 
been planned to commemorate the 
thirtieth anniversary of the separation 
of the Ministry of Transport from the 
Ministry of Agriculture, and, in addi- 
tion to demonstrating the progress 
made in Brazilian communications and 
transport, will present an opportunity 
for foreign railways to do likewise, and 
enable foreign manufacturers to display 
with advantage anything relating to 
transport. 


New Lines 


Work on the new branch line in 
course of construction between Bury, 
on the Sorocabana Railway, and Capao 
Bonito, in the State of Sao Paulo (re- 
ferred to in THE RatLway GaAzeETTE of 
December 24 last) is in the hands of 
Empresa Constructora Commercial 
Paulista Limited. Whilst this line has 
as its main object the exploration of 
the huge forest reserves in the locality, 
and the supply of firewood to the Soro- 
cabana Railway, it is expected.that, 
later, an extension will be made to 
Ribeira, on the Parana frontier, and 
ilso to Santos, via Sete Barros. 

A protocol has been signed at La Paz, 
Bolivia, by the Bolivian Foreign Minis- 
ter, Snr. Valdivisso, and by Snr. 
Gastao Paranhos do Rio Branco, Brazi- 
lian Minister, as also by ex-Chancellor 
Vaca Chavez and Snr. Juan Munoj 
Reyes, approving the recommendations 
made by a mixed commission, on Sep- 
tember 30 last year, regarding the 
negotiation of two important treaties 
between Brazil and Bolivia. The first 
of these treaties forms the basis of a 
plan to link the Bolivian town of Santa 
Cruz by rail with Brazilian territory; 
and the second aims at establishing the 
export of petrol from Bolivia by this 
railway across Brazilian territory to the 
Atlantic port. 

As a preliminary step, it has been 
agreed to form another mixed commis- 
sion for the purpose of completing the 
survey, in sections of 50 km., from some 
point yet to be fixed between Corumba 
and Porto Esperanca, on the Brazilian 
side. The commission will be composed 
exclusively of railway experts, but 
under the control of a Brazilian engi- 
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neer, since it has been agreed that the 
final construction and financing will be 
done by this country. The expenses of 
the commission, however, will be met 
in equal parts by both countries, 
Geological surveys, and trial borings, 
will also be made by another comis- 
sion, composed of geologists and petro- 
leum specialists, with a view to ascer- 
taining the exact value of the petroli 
ferous reserves in the region of the 
Andes. 

The cost of the survey and studies 
due to start within 60 days of the sign- 
ing of the protocol, is estimated at 
$1,500,000. (Corumba, situated on th: 
Brazilian-Bolivian frontier, is the 
present terminal point of the North 
Western of Brazil Railway.—Ep. R.G.) 


Leopoldina Railway 

The Federal Government, as also the 
Governments of the States of Rio de 
Janeiro. and Minas’ Geraes, has 
approved an increase of 10 per cent. on 
the parcels and goods rates of this rail 
way from January 15. The increase 
does not apply, however, to parcels 
traffic carried by suburban trains, 
neither is it chargeable over the section 
of the Central Railway used by the 
Leopoldina Railway, between Entre 
Rios and Porto Novo. Sugar-cane and 
firewood, destined for sugar mills 
despatching or receiving all traffic by 
the Leopoldina; and coffee, both in 
station-to-station traffic, and destined 
for Praia Formosa and Nictheroy, are 
also exempt from the increase. Certain 
special regional rates are likewise not 
affected. 

This latest concession of the Govern 
ment has been granted to enable th 
railway to meet the cost of a minimum 
wage which has been fixed at 200$000 
(milreis) a month for senior employees 
from January 15 also. 


SOUTH AFRICA 


European Labour Commission 


A commission has been appointed to 
take evidence and report on (a) thi 
existing scales of wages and standard 
of living of European labourers, having 
regard to housing and other benefits 
granted to them from time to time; 
and (b) the possibility of regrading and 
creating additional posts to which 
labourers might be appointed. 


Reef Electrification 


With the virtual completion of the 
Reef electrification, a full electric ser 
vice came into operation on January 
31. The East Rand section was 
inaugurated towards the end of May 
last, and, for some time past, a num- 
ber of trains have been running on the 
West Rand. They have, however, 
been running to steam times. The 
saving in time on the new schedule 
reduces the journey from Springs to 
Randfontein from 3 to 2} hr. Further 
acceleration, in the light of experience 
gained, is expected in the near future. 
The work on the Germiston—Pretoria 
section is proceeding and it is ex- 
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nected that the whole of the Trans- 
vaal electrification system will be in 
peration before the middle of the 
ear. 


Railway Lines Commission 


A commission has been appointed to 
investigate and report upon all rail- 
yay lines in the Union which (a) ter- 
1inate in dead ends; (b) should be 
traightened or linked up with the 
idjacent through lines; and (c) are 
lacking efficiency on account of the 
vauge, and which might by extension 
or alteration at reasonable cost be 
conomically turned into relieving lines 
for departmental and public benefit, 
either or both in coastal or inland 
directions, and which’ will  simul- 
taneously assist in the mineral, in 
dustrial, agricultural, and_ general 
development of the country. 

One of the proposals which will be 
considered is the building of a line 
from Wakkerstrom to Piet Retief, and 
trom Piet Retief to Gollel on the Natal 
North Coast connecting there with the 
line to Durban. If the proposal is 
carried out there will be two parallel 
main lines from the Rand to Durban. 
The Minister of Railways—Mr. O. 
Pirow—in discussing the proposal, 
pointed out that serious delays have 
been caused by derailments and, from 
the defence point of view, among 
others, it was essential that these 
delays should be overcome. The pro- 
posed extension will entail about 146 
miles of new line 

The commission will consist of the 
Chief Railway Commissioner (Chair- 
man); another member of the Railway 
Commission; the General Manager; the 
Acting Assistant General Manager 
(Commercial); and the Works and 
Estates Assistant. 


INDIA 


Railway Act Amendment Bill 


On February 9, Sir Thomas Stewart, 
Member for Railways and Communica- 
tions, introduced in the Central Legisla- 
tive Assembly, a Bill to amend the 
Indian Railways Act of 1890 with a 
view to giving statutory recognition to 
the power exercised by the Central 
Government to fix the maximum and 
minimum rates and fares for the rail- 
ways. After much discussion the 
Government agreed to the circulation 
of the Bill and the House adopted a 
motion to this effect. 


Surcharge on Bunker Coal Freights 

When the surcharge on _ railway 
freight on coal was imposed in Janu- 
ary, 1932, exemption from the levy was 
allowed inter alia for coal for bunker- 
ing consigned to Calcutta for delivery 
to steamers in the port. This exemp- 
tion for bunker coal was discontinued 
from . November, 1936. A _ protest 
against this action received by the 
Government from various shipping in- 
terests was referred to the Railway 
Rates Advisory Committee, which, 
after investigation, reported that no 


THE RAILWAY GAZETTE 


grounds for complaint had been estab- 
lished. The Government of India has 
accepted the finding of the committee. 


Publicity Activities of State 
Railways 

The annual report of the Central 
Publicity Bureau, Indian State Rail- 
ways, for 1936-37, shows that interest 
in India as a tourist country continues 
undiminished. Though only three 
world-cruise ships visited India during 
1936-37 in place of four in the previous 
year, the amount earned by the rail- 
ways was Rs. 2,32,020 as compared 
with Rs. 1,63,285 in 1935-36. The 
Publicity Pool providing for the use of 
certain standard tourist cars’ for 
tourists, particularly from overseas, 
continued to function during the year. 
The total earnings from these cars both 
for inland and_ overseas _ tourists 
amounted to Rs. 87,497, recording an 
increase of 29 per cent. over the figures 
for this traffic in the previous year. 

While there was a falling off in the 
number of inquiries received by the 
New York bureau, the London bureau 
recorded an appreciable increase in the 
number of inquiries received and itiner- 
aries furnished. The inquiries received 
both in London and New York were 
wide and varied and covered subjects 
from trade, travel, and freights to local 
customs, usages, and arts. Both the 
London and New York bureaux partici- 
pated in several exhibitions during the 
year. The expenditure on overseas 
advertisements in 1936-37 amounted to 
£3,450 in America, £4,668 in Great 
Britain, £1,225 on the Continent, and 
the equivalent of Rs. 5,000 in Australia. 

Reciprocal arrangements for the ex- 
change of posters and literature with 
overseas railways and countries now 
extend to almost every country of 
importance. Special internal publicity 
propaganda on an “‘ all-India ’’ basis 
was carried out in collaboration with 
the railways concerned in connection 
with the more important melas, 
through the medium of posters, folders, 
and handbills distributed in areas of 
traffic sources. No fewer than 29,477 
posters were issued during the year. 


New Flying Ranee Facilities 

From January 29 The Flying Ranee 
second and third class express of the 
B.B. & C.I.R. (between Bombay and 
the seaside resort of Surat) has included 
an observation car for second class 
passengers, a new third class restaurant 
car with separate accommodation for 
Hindus and Mahomedans, and a tele 
phone service available up to the 
moment of departure from Bombay. 
The third class stock in the train now 
has a corridor throughout. On page 
484 a photograph is reproduced show- 
ing the interior of the new observa- 
tion car, which has comfortable tip-up 
seats. On the right of the car is seen 
a sign directing passengers to the tele- 
phone, housed in a special compart- 
ment opening off the approach corridor 
to the observation car. At the in- 
auguration of the train with its new 
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stock on January 29, the Mayor. of 
Bombay sent a telephone message from 
the train at Bombay Central station 
to the President of the Surat Borough 
Municipality, to which the latter re- 
plied. The new observation and dining 
cars were placed on exhibition at Bom- 
bay Central for five days before being 
included in the train. 


FAR EAST 


Derailment with Serious Loss 
of Life 


A serious accident occurred on the 
Canton-Hankow Railway on January 
2, when a passenger train left the rails 
due to a subsidence of the roadbed 
between Shaokwan and Canton. The 
train was travelling in a_ northerly 
direction with about 300 passengers, 
and over 100 were killed or injured. 


Improved Services between 
Japan and North China 

Accelerated services are shortly to be 
inaugurated on the route between 
Fusan and Peking via Antung and 
Mukden by a service of through trains 
in each direction. At the present time 
this route to North China is the 
quickest and most direct for trans- 
Pacific travellers disembarking at ports 
in Japan and taking rail forward from 
Shimonoseki to Fusan, travelling via 
Korea, South Manchuria, and North 
China railways. 


China Looking Ahead in the West 

Railway projects west of Chungking 
are reported to be in hand to provide 
an alternative to the Canton-Hankow 
Railway, and surveys are being made 
for a new line through Szechwan and 
Yunnan. 


Railways and the War 

Until recently the Ningpo section of 
the Shanghai-Hangchow-Ningpo Rail- 
way has been operating, but a report 
of January 28 states that all the 
bridges have been blown up and the 
rails and sleepers between the Tsao 
Ngo River and Ningpo have. been re- 
moved. 

A report from Peiping dated January 
22 states that the South Manchuria 
Railway will take over the manage- 
ment of the Peiping-Suiyuan Railway. 

Japanese Army engineers and South 
Manchuria Railway employees are 
working on the repairs to the Tientsin- 
Pukow Railway between Tientsin and 
Tsinan, a temporary bridge being un- 
der construction across the Yellow 
River to replace the permanent struc- 
ture blown up by retiring Chinese 
forces (see page 373 in our issue of Feb- 
ruary 25). Efforts are being made tore- 
open the line to traffic about the 
middle of February.* The weather is 
extremely cold in this part of China 
now and work is being conducted under 
difficulty on that account. 





* This is reported as an accomplished fact in 
the news article published on page 438, of our 
issue of March 4.—Eb. R.G. 
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BRITISH RAILWAY STATISTICS yort sac cempiled from the Ministry of Transport Stement No. 10 


1938 


Description 


PASSENGER TRAIN TRAFFIC 


Number of pass. journeys (ex. season ticket holders) 


Increase (+) or decrease (—) 


Passenger receipts (excluding season ticket holde rs). 


Increase (+) or decrease (—) 

Season ticket receipts , 
Increase (+) or decre ase (- ) 

Parcels and misc. 
post) . 
Increase ( Ly or decrease (—) 


FREIGHT TRAIN TRAFFIC 


Freight traffic (tons) (excluding free-hauled) . . 


Increase (+) or decrease (—) 
Net ton-miles (excluding free-hauled) . . 
Increase (+) or decrease (—) 


Average length of haul (miles) (excluding free “hi iuled) 


Increase (+) or decrease (—) 
Freight traffic receipts 
Increase (+ 
Receipts per ton-mile 
Increase (| 
Freight train-loads : 
Increase (+) or decrease (—) 
Net ton-miles 
Per train engine-hour ‘ 
Increase (+-) or decrease (- ) 
Per shunting-hour .. 
Per total engine-hour 


) or decrease (—) 


+) or decrease (—) 


Net ton-miles per route-mile per working day 


Increase (+) or decrease (- 
Wagon-miles. Total ‘ aed 
Increase (+) or decrease (—) 
Percentage of loaded to total 
Wagons per train. Total ‘os 
Increase (+) or decrease (—) 
Loaded 
Empty : = : 
Train-miles Per train-hour 
Per engine-hour 
Per train-hour 
Per engine-hour 


Coaching 


frain-miles. Freight 
Engine miles. Total 
Increase ( 
Mileage run by engines 
Coaching 
Freight ~ A 
Engine-hours in traffic Potal. . ‘ 
Increase (+) or decrease (—) 
Shunting miles per 100 train-miles 
Coaching 
Freight 


+.) or decrease (—) 
Total train-miles 


Passenger Traffic Statistics : 


Subject Great G.W.R. 


traffic ee (e xeluding parcels 


Average train-load (tons) 


L.N.E.R. 


Britain* 


100,918,164 
511,668 
(3,482,919 
£173,573 
£817,205 
(32,571 


£42,148 


24,470,923 
960,352 
1,396,935,392 
84,984,848 
57-09 
1-29 
(8,014,755 
£546,102 

1 -377d. 
0-O1ld. 
132-89 
4-26 


925-51 
18-31 
895-21 
455-05 
3,067 

202 

"380, 393,663 
10,626,525 
67-85 
34-17 
0-17 
23-18 
10-99 
15-00 
12-11 
8-19 

3-42 
47,846,669 
1,152,932 


23,095,556 
11,131,591 
5,372,365 


131,715 


7-35 
73-68 


L.M.S.R. 


£1,087,513 | 


Full fares 
Pass. journeys 
Gross receipts 
Receipts per pass 
Reduced fares 
Excursion and 
week-end 
Pass journeys 


Gross receipts. . 


Receipts per 


pass. journey 


Workmen 
Pass, journeys 


Gross receipts. . 


Receipts per 


pass. journey 


Other— 
Pass. journeys 


Gross receipts. . 


Receipts per 


pass. journey | 


Total 
Pass. journeys 
Gross receipts 


Receipts per pass. | 


* All standard 


Britain 
33,763,064 
{826,603 
588d 


34,612,949 
£1,865, 154 


12-93d 


28,895,695 
£432,241 


3-59d 


3,640,658 
£349,895 


23-074. 
. 100,918,164 


| £3,482,919 
8-28d 


gauge railw ays 


(62,118 


3,576,967 
(282,416 


1,943,765 


6,544,133 
£428,902 


602,114 1,052,986 
£109,350 


24-76d "24 -92d. 


7,845,832 
£421,864 
18-95 i2-90d. 
3,956,758 
(29,393 £66,402 
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STATION APPROACHES 


Some important considerations in the efficient design of such 


- layouts to secure the maximum 


LARGE proportion of all delays to trains occur at 

terminai and junction stations due to the late run- 

ning of trains that have to cross their paths. The 
chances of delays at these places are increased by the 
additional movements of empty trains to and from carriage 
sidings, and of train engines and shunting engines between 
sheds and platform lines, or the shunting of through car- 
riages from one train to another, as each of these move 
ments fouls certain other movements in the same way, 
and for almost the same period, as arriving or departing 
trains. The number of such delays may be reduced by 
operating methods aiming at the elimination of shunting 
and empty train movements, but these are not within thx 
scope of this article. 

If the track layout at a station approach is to be designed 
so that delays at signals are reduced to a minimum, it 
must be so arranged that the fouling of roads by any 
movements is limited to the unavoidable—as for instance 
simultaneous movements on roads that cross one another— 
and the following requirements impose themselves : — 

(a) All arrival and departure platform or goods lines to be 
accessible from all running lines including engine and carriage lines. 

(b) The largest possible number of simultaneous movements in 
ind out to be provided for, and 

(c) All crossing train paths to be within the shortest possible 
space limits. 


The first requirement is of importance for trains run- 
ning at close intervals to be diverted to any station line 
vacant at the moment. The second—the most important 
of the three—reduces delays at signals to a minimum, and 
the third reduces the time required to clear lines crossed, 
and incidentally shortens the distances of the farthest points 
from the signal box. Crossover roads with slip points 
are essential in busy station approaches to comply with 
this stipulation. Fig. 1 is a simple example of four run- 
ning lines leading to four platform lines. Whether the 
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running lines are two double-track routes to A and B, 
or fast and slow lines, or a main line and engine or carriage 
lines, and even if the relative positions of up and down 
lines are varied, is immaterial to .the number and the 
arrangement of crossover roads in the most efficient layout. 

The layout in Fig. 1 answers the first requirement, all 
lines on each side and in both directions are interconnected, 
but the number of simultaneous movements possible is 
very limited. To give but one reason for this, it may be 
noted that movements 1 to down A, and up B to 2 block 
each other. 

Fig. 2 shows the most common arrangement of double 
crossover roads, interconnecting all lines and providing for 
any two simultaneous arrivals or departures, but it still 
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number of possible movements 


precludes three movements at the same moment, such as 
1 to down A, up B to 2, and 3 to down B. The working 
of the trains and the signalling and interlocking are also 
made more intricate, as a train from B into 2, for instance, 
must have two paths: when accepted simultaneously with 
one from 1 to A it must use different crossovers from those 
used when accepted together with a train from 3 to B. 
Though it is obviously impossible to provide for simul- 
taneous movements of trains whose roads must cross, 
e.g., up A to 2 at the same time as 1 to down A, a well- 
designed layout can provide for any number of simul- 
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taneous diversions towards the same side and away from 
the centre. To provide for this three crossover roads are 
required in each direction, the first running right across, 
the second shorter by one crossover, and the third shorter 
by one again. The four arrangements shown in diagrams 
3 (a), 3 (6), 3 (c), and 3 (d), do this. 

Elaborating this for a higher number of running lines, 
4 crossovers would be required with 5 running lines, 5 
with 6 lines and so forth, one less than the number of 
tracks. In most cases it will be desirable to condense 
the space taken up by the crossover roads, in order to 
speed up the train working and to concentrate the signal- 
ling of the layout. Fig. 4 shows the shortest possible length 
in which the layout of Fig. 3 (d) may be concentrated. It 
should be noted that in Figs. 3 to 6, only single slips 
are used. Fig. 3 (d)’ has the advantage over the other 
Figs. 3 (a), 3 (b), and 3 (c) in that it is suitable for stations 
where the running lines spread out into a larger number 
of station lines. 

Fig. 4 may serve as standard, and be applied for any 
number of tracks, including additional loop lines and 
sidings, whether these are between the main lines or on 
the outside or both. Fig. 4 has the advantage of reduced 
length over Fig. 3 (d), but it requires additional crossings, 














which in turn require in most cases increased spaces 

UP » / 

5 NE eee OE 2 

loa ee i . 
Fig. 4 





THE RAILWAY GAZETTE March 11, 1938 
































between running roads. Fig. 5 shows the standard diagram The application of these diagrams may prove of vali 
in Fig. 4 developed for more station tracks. Fig. 6 at termini having peak traffic hours or heavy holiday 
embodying a final example shows 6 running lines, arbi- traffic periods, to speed up arrivals and departures and 
trarily chosen, spreading into at least 12 station or plat- to facilitate the use of arriving trains for outgoing traius 
form tracks. without intermediate shunting to and from sidings. 
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Teleprinters on the L.N.E.R. 
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Last week we described the progress which the L.N.E.R. is making in the further adoption of teleprinter working 

in its Southern Area. We now amplify that information by the above diagram showing available lines and 

switching arrangements included in the new scheme, based on a new exchange in Liverpool Street, now in hand. It 
will use the existing teleprinters at King’s Cross, Liverpool Street, and York 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


British Railways and Road Transport 


YHE annual accounts of the four main-line railways 
‘| reveal the magnitude of the companies’ interests in 
road transport. So far as passenger road transport 
is concerned, railway participation is, for the most part, 
in the form of shareholdings acquired as a result of the 
veneral road powers secured by the companies in 1928. 
These shareholdings (which are set out in the table on 
page 476) include over thirty of the principal provincial 
bus undertakings, and the money expended in the pur- 
chase of shareholdings amounts to the enormous sum of 
£9,715,882. The L.M.S.R. and L.N.E.R. also have sums 
of £193,595 and £68,746 invested in passenger road 
vehicles forming part of the fleets operated under joint 
arrangements with certain large municipal transport under- 
takings. The total sum invested by the railways in pas- 
senger road transport is thus nearly ten million pounds, 
and the number of vehicles involved is approximately 
15,000. From every point of view the policy adopted 
by the railways has been fully justified. As an investment, 
passenger road transport has proved highly remunerative, 
ind railway shareholders have every cause for satisfaction 
with the rate of return on the capital involved. Last year, 
for instance, the L.N.E.R. obtained a return of 11:8 per 
cent. on its investment of £2,398,201 in associated bus 
undertakings, or 2 per cent. higher than in 1936. In addi- 
tion, net savings and additional revenue accruing to the 
company as a result of closing branch lines, reduction of 
train services, and co-ordination arrangements with road 
transport operators, now amount to over £108,000 a year. 
The L.M.S.R. secured a return of 10:3 per cent. on its 
investment of £3,044,541, while G.W.R. shareholdings of 
£2,283,095 returned interest at the rate of 8-1 per cent. 
The Southern Railway Company’s holdings amount to 
£1,990,045, but as these are not charged to capital account 
they do not appear in detail in the annual accounts. By 
the courtesy of Mr. Gilbert S. Szlumper, the General 
Manager, we are enabled to give the nominal holdings and 
earnings. Apart from the satisfactory financial return, 
however, the association of the railway companies with the 
principal passenger road transport undertakings has 
resulted in a degree of co-ordination which has benefited all 
parties and afforded improved facilities to the travelling 
public. In many cases the railway station has become the 
bus centre, thus saving passengers much inconvenience 
in transferring from train to bus or vice versa, while on 
numerous routes tickets are interavailable between road and 
rail. 

The main-line railways also have £2,464,788 invested in 
important firms of road goods hauliers. Of this sum, 
£1,342,996 is invested in Carter Paterson & Co. Ltd. (equal 
shares of £335,749) and £840,284 in Hay’s Wharf Cartage 
Co. Ltd. (of which Pickfords Limited is a subsidiary), while 
the L.N.E.R. holds £84,808 in Currie & Co. (Newcastle) 
Ltd., and the L.M.S.R. £124,939 in Wordie & Co. Ltd., 
and £71,761 in Joseph Nall & Co. Ltd. The interest upon 
these holdings last year amounted to £140,839, a return 
of 5-7 per cent. upon the capital invested. The railways 
are also direct employers of road transport on a large scale, 
chiefly in connection with the collection and delivery of 
rail-borne traffic. The equipment owned by the companies 


includes 9,781 motors, 25,075 horse wagons and carts, and 
4,092 miscellaneous vehicles, with a capital value of 
£4,193,659. Railway-owned horses used for road vehicles 
number 12,742, and approximately two-and-three-quarter 
million pounds of capital is invested in garages, stables, 
&c. In the case of the G.W.R., L.N.E.R., and L.M.S.R., 
the collection and delivery services result in substantial 
losses, the total deficit for the three companies last year 
having been £1,105,910 compared with £922,093 in 1936, 
The Southern Railway still shows a profit on these services, 
but the amount grows smaller every year, and the 1937 
figure was only £10,631, or little more than half that of 
1936. The unremunerative nature of the collection and 
delivery services is due to the fact that, in this country, 
they are regarded as an essential part of the railway 
service; in fact until 1927 the business was included in 
Railway Working (Account No. 10). For the most part, 
the traffic handled by collection and delivery vehicles is 
conveyed at rates which are fixed, of necessity, on a 
strictly competitive basis, allowing very little margin for 
cartage. With the introduction of agreed charges and the 
quotation of exceptional rates to meet road competition, it 
is inevitable that the loss on collection and delivery 
services must continue to increase, as is evidenced by the 
fact that the deficit last year was £183,817 greater than 
in 1936. The British railways also undertake a certain 
amount of throughout road transport, the receipts and 
expenditure in respect of which are shown in a separate 
account in the annual returns. This business is remunera- 
tive, and the total profits of the four companies last year 
amounted to £128,336, compared with £121,742 in 1936. 


Important Licensing Decision 


NE of the most important licensing decisions since the 
Bouts Tillotson case was made in February in con- 
nection with the haulage of fish traffic from North Shields 
to London. The facts are that in 1934 the Blyth Trans- 
port Co. Ltd. applied to the Northern Traffic Area 
Licensing Authority for the grant of an “‘ A’”’ licence for 
one vehicle and one trailer in possession, and one vehicle 
to be acquired of an unladen weight of 7 tons, discretion- 
ary tonnage. The licensing authority granted the applica- 
tion relating to the claimed tonnage, but, as a result of 
the L.N.E.R. Company opposing the application for dis- 
cretionary tonnage, this was refused. At about the same 
time B. & C.L. Transporters Limited applied to the same 
licensing authority for the grant of an ‘‘ A”’ licence for 
vehicles of an aggregate unladen weight of 21 tons 183 
cwt., of which 13 tons 17? cwt. represented claimed 
tonnage and the balance discretionary tonnage in posses- 
sion. The hauliers also asked to be authorised to use a 
number of vehicles to be acquired. In May, 1936, the 
application was granted in respect of the claimed and dis- 
cretionary tonnage in possession but, as the result of 
opposition by the L.N.E.R., the application to use a num- 
ber of vehicles to be acquired was refused. 

On January 22, 1937, the Blyth Transport Company 
applied for a new licence in respect of two vehicles of 
an aggregate unladen weight of 10 tons 8 cwt. in substi- 
tution for its existing licence for one vehicle (5 tons 63 
cwt.) and one trailer (2 tons 1} cwt.). Three days later 
B. & C.L. Transporters Limited applied for a new licence 
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for one vehicle in possession and two vehicles to be 
acquired of an aggregate unladen weight of 20 tons 10 
cwt. in substitution for their existing licence. The 
L.N.E.R. objected to these applications, and, after a two 
days’ hearing in April, 1937, the licensing authority 
decided to grant to the Blyth Transport Company a licence 
for two vehicles of an aggregate unladen weight of 8 tons 
8} cwt., and to B. & C.L. Transporters Limited, a licence 
in respect of three vehicles of an aggregate unladen weight 
of 20 tons 19 cwt. 

The L.N.E.R. appealed against this decision, and, 
owing to the relationship between the two haulage com- 
panies it was agreed that the appeals should be heard 
together. Before the Appeal Tribunal, Counsel for the 
railway company admitted that each haulage company 
had proved that during the currency of their existing 
licences the authorised vehicles had been regularly and 
fully employed and that there had been no material change 
in the circumstances relating to the haulage business of 
either company. He also admitted that the authority 
would have been justified in granting a new licence to 
each of the haulage companies unless there were over- 
riding circumstances to the contrary. He contended, how- 
ever, that overriding circumstances did exist in that the 
railway company had proved beyond reasonable doubt 
that suitable transport facilities existed in the districts or 
between the places that the haulage companies intended 
to serve, and that these facilities were in excess of re- 
quirements. The facilities intended to be provided by the 
companies consisted almost entirely of the carriage of Nor- 
wegian fish from North Shields to Billingsgate Market. 

After carefully examining and considering all the 
evidence, the Appeal Tribunal came to the conclusion that 
the L.N.E.R. had proved beyond all reasonable doubt 
that the transport facilities already provided by the rail- 
way for the carriage of fish from North Shields to London 
together with the transport facilities already provided by 
other persons for collecting fish at the London terminus 
and delivering it to Billingsgate Market are suitable trans- 
port facilities, and that suitable transport facilities in the 
district or between the places where the haulage companies 
intend to serve are in excess of requirements. In these 
circumstances the tribunal allowed the appeals and granted 
costs to the L.N.E.R. 


Road and Rail Co-ordination in South Africa 


ig is the exception nowadays to hear of a railway ad- 
ministration which does not complain bitterly of road 
competition or which does not attribute to this cause the 


almost universal decline in railway fortunes. It is the 
more refreshing therefore, to gather, from the annual 
report of the General Manager of the South African Rail- 
ways, that the process of co-ordinating the principal forms 
of transport in the Union has now reached a stage where 
it can be said that a large measure of security and 
stability has been attained. There was, it appears, some 
danger recently of a relaxation of the regulations imposed 
under the Motor Carrier Transportation Act of 1930, 
when it was suggested, during a period of traffic congestion 
on the railways, that road transport should come to the 
rescue. It was pointed out, however, that the difficulties 
experienced by the railway administration did not arise 
out of the comparatively small volume of high-rated 
traffic which could have been diverted to the roads, but 
to the large quantities of low-rated goods and minerals 
transported long distances. The records show that the 
high-rated traffic forms only a small proportion (17 per 
cent.) of the total tonnage handled on the railways, but 
earns the bulk of the revenue (63 per cent.), low-rated 
traffic accounting for 83 per cent. of the tonnage and 37 


per cent. of the receipts. Obviously only a small diversion 
of the high-rated traffic, while insufficient to relieve con- 
gestion, would seriously upset the economy of the rail- 
way, since the losses experienced on the high-rated goods 
could not be made up by) increasing charges on the low- 
rated mineral and other traffic. This, of course, has 
been the experience of railways all over the world. The 
uncontrolled road carrier picks and chooses the best pay- 
ing traffic, leaving the railway to transport the long- 
distance low-rated goods and minerals, to the point, in 
many cases of jeopardising the continued economic 
existence of the railway. In this connection it is interest- 
ing to recall the resolution of the Southern Africa Trans- 
port Conference, held in Johannesburg in September, 
1936, in favour of maintaining the existing long-established 
world-wide railway policy of charging high rates for 
valuable traffic and low rates for primary products, and 
that as this policy is imperilled by uncontrolled com 
petition, other forms of transport should be suitably 
regulated in the best interests of the public as a whole 
and of the country, as well as in the best interests of 
all forms of transport. 


Timekeeping in Central London 


F OR many years past street congestion in central London 

has provided a fruitful topic for the comments ot 
both Government committees and letter writers, and many 
impracticable suggestions have been advanced. Prominent 
among these is the proposal that the number of buses 
in the central area might be further reduced, but such a 
suggestion ignores the fact that this course would be 
inimical to the interest of the majority of persons, for the 
bus is one of the most economical users of road space. 
Perhaps the most legitimate complaint concerns the ten- 
dency at certain times of the day for buses to run un- 
necessarily slowly as the result of efforts to keep to the 
timetable. This applies particularly on services with 
in-town terminals such as Victoria, London Bridge, King’s 
Cross, and Camden Town, where the buses need to cross 
a large part of the central area immediately before reach- 
ing the terminus. Drivers expect delays on these in-town 
sections of their routes and often run early over the sub- 
urban or outlying sections in order to have time in hand. 
If the expected congestion does not materialise this time 
has to be lost and the resultant slow running tends to 
cause bunching of buses and irregularity of headway. It 
need hardly be added that the London Passenger Trans- 
port Board has had this matter under serious considera- 
tion for a long time past, and comprehensive investiga- 
tions have been conducted with a view to finding a 
solution to the problem. To assist bus crews to maintain 
more regular intervals between buses, London Transport 
began an experiment on February 8 with a headway 
recording clock in a window in Bayswater Road at Marble 
Arch. Conductors insert a card in the clock, which re- 
cords automatically the time and the number of minutes 
separating the bus at the clock from the preceding bus; 
this knowledge assists the crew to remedy irregular run- 
ing. The results are being watched for some weeks 
before it is decided whether or not to extend the system. 
A more elaborate apparatus, which is also on trial, enables 
a record to be made of the passage of buses past a given 
point. This apparatus, which is described on page 478, 
supplies the information at a central point either in the 
form of marks on a paper chart or on a paper clock 
dial. The object is to extend to the London bus services 
the system already in operation with the tubes and tram- 
ways for supplying headquarters with a continuous record 
of the flow of traffic along a route, so that the controller’s 
office may make any necessary adjustments. 
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Organisation of the Bus Industry in England and Wales 


A brief account of the development of the B.E.T., N.E.C., 
Tilling, United, National, and Tilling & British groups, 
and of the changes that have followed railway participation 


By CHARLES E. LEE 


4 TI the time the four main-line railways obtained their 
f& general road powers by Acts of August 3, 1928, the 
motorbus industry in England and Wales had already 
reached an advanced stage of organisation, and the bulk 
of the trade outside the London area was in the hands of 
four groups. In preference to establishing their own road 
passenger services on an extensive scale, the railway com- 
panies took steps to secure the desired co-ordination 
between rail and road facilities by securing financial 
interests in, and entering into working arrangements with, 
the operating units of these groups, and it is the purpose 
of this article to outline the way in which these groups 
were built up, the extent of their activities, and the de- 
velopments and changes in their financial structure which 
have followed the intervention of the railway interests. 

The four groups were the British Electric Traction Co. 
Ltd., Tilling & British Automobile Traction Limited, the 
National Omnibus & Transport Co. Ltd., and United Auto- 
mobile Services Limited. The two companies first-named 
were not themselves operators of road services (with the 
exception of some 30 ‘‘ British ’’ buses in London subse- 
quently transferred to the London Passenger Transport 
Board), but were financially interested in a large number 
of subsidiary and associated companies working in various 
provincial centres. On the other hand, the National and 
United companies maintained direct branch establishments 
in their areas of activity, the National covering Bedford- 
shire, Essex, Somerset, Dorset, Devon, and Cornwall, with 
portions of other counties, and the United concentrating on 
Norfolk, Northumberland, Durham, and other parts of 
the L.N.E.R. territory. 

The various subsidiaries and branches of these groups 
have, since the war, been parties to area or territorial 
agreements and working arrangements among themselves 
and also with friendly neighbours. The general purpose of 
such agreements was to limit competition, share borderline 
traffic, and in other ways to make good in part an admitted 
defect in the pre-1930 legislation, which allowed of an 
irresponsible “‘ pirate ’’ being able to secure a licence per- 
mitting him to ply for hire on a route which had been 
worked up with care and cost by an established operator. 


The B.E.T. Group 


The oldest of the four groups was that headed by the 
British Electric Traction Co. Ltd., a company formed by 
the late Mr. Emile Garcke in 1896 to develop electric 
tramways, and which was instrumental in constructing or 
converting systems throughout the country. Among its 
larger interests were those in the Black Country and Bir- 
mingham neighbourhood, and in this district, as in a 
number of others, horse buses were run as feeders to the 
tramways. Competition arose from a syndicate working 
motorbuses, and eventually the Birmingham & Midland 
Motor Omnibus Co. Ltd., was formed in November, 1904, 
to take over the motors and merge them with the tramway- 
owned horse buses. In the early days the undertaking 
was not a success, and it was decided in October, 1907, 
to discontinue the use of motors and revert to horses tem- 
porarily. The motor vehicles thus supplanted were sent 
to other parts of the country; six were transferred to Deal 
and three to Leamington early in 1908. In 1913 the 
British Electric Traction Co. decided to launch out exten- 


sively into the motorbus business, and many of its local 
tramway companies began feeder services. 


The N.E.C. Group 


Another group which developed on similar lines to the 
B.E.T. was that headed by the National Electric Con- 
struction Co. Ltd. It also was established primarily to 
engage in electricity supply and to construct electric tram- 
ways, but important bus services grew out of the latter. 
Friendly relations existed with the B.E.T. group, and the 
latter had also a shareholding in the Western Welsh 
Omnibus Co. Ltd., a ‘‘ National Electric ’’ subsidiary, 
in which the G.W.R. became financially interested in June, 
1929. Moreover, certain City trust companies, popularly 
called the ‘‘ Lord St. Davids group,’’ which hold sub- 
stantial interests in the B.E.T. had a large share in the 
N.E.C. and thus there was a community of interests 
through the common shareholding. In January, 1931, the 
B.E.T. bought practically the whole of the issued share 
capital of the National Electric Construction Co. Ltd. It 
may be added that prior to that time most of its opera- 
ting subsidiaries in Great Britain had already effected 
co-ordination agreements with the main-line railways. 


The Tilling & B.A.T. Group 


In the meantime the B.E.T. interests had formed the 
British Automobile Traction Co. Ltd., in March, 1905, to 
watch motor developments on its behalf. This company 
took over the Deal (Birmingham & Midland) business 
in April, 1910, and subsequently established various other 
branches, notably in the Derbyshire, Buxton, and Cheshire 
district in November, 1913, and in the Thames Valley 
district in July, 1915. In addition, the British Automobile 
Traction Company acquired interests in various pro- 
vincial companies, including the Aldershot & District, 
Maidstone & District, Ortona (Cambridge), and Trent. 

The war put a stop to the establishment of new services, 
but the B.A.T. took the opportunity to get its organisa- 
tion perfected, to acquire interests in existing businesses, 
to effect amalgamations among small local undertakings, 
and to plan an extensive scheme of territorial agreements 
both among its own associates and also with friendly 
neighbours. It was during the formation of one of these 
‘area ’’ companies on the Kent coast that Thomas Tilling 
Limited first became associated with the group. The 
East Kent Road Car Co. Ltd. was incorporated on 
August 11, 1916, as an amalgamation of various motorbus 
businesses with a view to providing services in that portion 
of Kent east of a line drawn through Faversham and 
Ashford. The businesses acquired comprised the Folkestone 
District Road Car Company (of Tilling’s), the B.A.T. 
Deal branch, two other undertakings in the Thanet area 
in which the B.A.T. group had secured an interest, and the 
substantial bus business of Wacher & Co. Ltd., Herne 
Bay. 

The same process of amalgamation resulted in the 
formation of the Southdown Motor Services Limited, on 
June 2, 1915, under the auspices of the B.A.T., to take 
over the various long-distance services along the Sussex 
coast, including the London & South Coast Haulage Co. 
Ltd., the Worthing Motor Services Limited, and a sub- 
sidiary business of the latter known as the Sussex Tourist 
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Coaches. In addition the Brighton, Hove & Preston 
United Omnibus Co. Ltd., handed over its charabanc and 
excursion business. On November 28, 1916, Tilling’s took 
over the Brighton and Hove services of the Brighton, Hove 
& Preston Co., and since that date has maintained exten- 
local services in the two towns; the business was 
formed subsequently into a separate company called the 
Brighton, Hove & District Omnibus Co. Ltd. During 
the following year, 1917, Tilling’s merged its Brighton 
charabanc business with the Southdown Motor Services, 
and thus obtained an interest in that company. 

Shortly after the war Tilling’s received a request to start 

bus service in Ipswich and district, which up to that 
time had had no regular road services excepting those of 
country carriers. This service was begun in June, 1919, 
and transferred a few months afterwards to the Eastern 
Counties Road Car Co. Ltd., a company which was 
promoted jointly with the B.A.T. and incorporated on 
August 30, 1919. 

During the next few years Tilling participation in various 
of the B.A.T. subsidiaries was gradually increased, and, 
in addition, Tilling acquired in 1922 a considerable holding 
in the B.A.T. itself and nominated two directors to the 
board of that company. At the beginning of 1928 the 
B.A.T. held substantial interests in 19 transport under- 
takings, in 11 of which Tilling’s also had holdings. The 

inomalous position arising from the fact that Thomas 
lilling Limited was a large shareholder in the B.A.T. 
Company and yet had a direct interest in over half of 
the subsidiary undertakings was one which the directors of 
both concerns thought it advisable to clear up, as it was 
felt that practical difficulties relating to the control of 
the different undertakings might arise. It was, therefore, 
arranged that the capital of the B.A.T. should be increased 
ind its name changed to Tilling & British Automobile 
fraction Limited ; that the latter company should issue 
shares to Tilling’s in exchange for shares in provincial 
companies; and that Tilling’s should nominate four 
directors to the board of Tilling & British Automobile 
Traction Limited. This scheme was duly carried out, and 
the change of name took place in May, 1928. 

This rearrangement also provided a suitable oppor- 
tunity for Tilling & British Automobile Traction Limited 
to acquire a large number of shares in other important 
provincial bus companies from the British Electric Traction 
Co. Ltd., which company increased its already large 
interest in the reconstructed company. Many of the 
tramway undertakings in the B.E.T. group established 
bus services in the early days of motor traction, and in 
the course of time these bus services had either taken 
the place of the tramways or had become so large in 
relation to the tramway operations as to make many of 
the concerns virtually bus undertakings. It was those 
companies which derived their revenue wholly or almost 
entirely from bus operations which were deemed more 
suitable to be directly controlled by Tilling & B.A.T. 
The chief ones were: the Peterborough Electric Traction 
Co. Ltd., the Wrexham & District Transport Co. Ltd. 
(afterwards Western Transport Co. Ltd.), and the York- 
shire Traction Co. Ltd. (formerly Barnsley & District 
Electric Traction Co. Ltd.). The result was that from 
Tilling’s or the B.E.T., or from associated companies of 
the latter, the reconstructed Tilling & B.A.T. acquired 
blocks of shares in 18 undertakings, in 13 of which it 
already had holdings. 

During 1929 arrangements with Tilling & British Auto- 
mobile Traction Limited were concluded with the railway 
companies for the co-operative and co-ordinated working 
of rail and road services, and the relative railways ac- 
quired in the operating companies a shareholding interest 
equal to that held by the Tilling & British company. With 


sive 


regard to the L.M.S.R. and L.N.E.R. the plans were 
carried out jointly, and the railway shareholdings ac- 
quired were proportionate to the respective interests of the 
two railways in the areas covered. The arrangements in 
1929 applied also to the very substantial direct interests of 
the B.E.T., agreements being made in regard to such large 
units, for instance, as the Birmingham & Midland and 
the Northern General. 
The ‘* United ’’ Group 

The United Automobile Services Limited had its origin 
in quite a small way in the early part of 1912. It was 
incorporated on April 4 of that year, and in the follow- 
ing month began working motor services in East Anglia. 
The route between Lowestoft and Southwold, which the 
old Great Eastern Railway inaugurated in 1904, was 
acquired in January, 1913, and continued to be worked 
under agreement in conjunction with the train services. 
The railway company thus secured the road link it desired, 
and also avoided competition with the road company. 

In 1912 the United Automobile Services Limited opened 
up an entirely separate area in County Durham, in- 
augurating a series of services based on Bishop Auckland. 
The war delayed further development, but after the con- 
clusion of hostilities many new routes were commenced in 
the Ripon district and the southern part of Northumber- 
land, so that the gradual joining up of these areas event- 
ually resulted in the covering of a very considerable portion 
of the London & North Eastern Railway territory. 

In July, 1929, the L.N.E.R. and Tilling & British 
Automobile Traction Limited acquired in equal proportions 
a joint controlling interest in the company, and the rail- 
way company also entered into a working agreement with 
the object of co-ordinating road and rail service. Under 
this arrangement the various road transport undertakings 
on the North-East Coast, in which the L.N.E.R. had 
already obtained a large interest, were amalgamated with, 
or placed under the management of, United Automobile 
Services Limited. 

The National Group 

The original business of the National Omnibus & Trans- 
port Co. Ltd. was founded in London in 1909 to exploit 
the steam-driven vehicle invented by the late Mr. Thomas 
Clarkson. Prior to the war the only provincial branch 
established was at Chelmsford, where the local road services 
established by the old Great Eastern Railway in Sep- 
tember, 1905, were acquired in July, 1913. These con- 
tinued to be worked in conjunction with the train services 
and provided another early example of co-ordination. 
After the war the National company abandoned the use 
of steam vehicles, discontinued its central London busi- 
ness, and expanded very considerably in the provinces, 
mainly in the counties of Essex and Bedfordshire; Somerset 
and Dorset; Devon and Cornwall; and Gloucestershire. 

When the main-line railway companies obtained their 
general road powers, the National Omnibus company was 
the first of the large operators to enter into working agree- 
ments, and practically all its services were disposed of 
to new operating units formed jointly with the respective 
railways, namely the Western National Omnibus Co. Ltd. 
(with G.W.R.:); Southern National Omnibus Co. Ltd. (with 
S.R.); and the Eastern National Omnibus Co. Ltd. (with 
the L.M.S.R. and L.N.E.R.). Although for many years 
the National company had had friendly arrangements and 
territorial agreements with the B.E.T. group, it retained 
its financial independence, but in February, 1931, Thomas 
Tilling Limited purchased a controlling interest in the 
National company. 

Rationalisation 

An important result of the closer financial connections 

of the principal bus companies and of the railway interests 
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therein has been that in some districts the smaller operating 
units have been merged into larger companies. Thus, 
Crosville Motor Services Limited (which was bought out- 
right by the L.M.S.R.) was formed into a separate com- 
pany with T.B.A.T. participation, and took over the 
Llandudno Coaching & Carriage Co. Ltd., and more than 
half a dozen other businesses, so as to consolidate its 
position in Cheshire and throughout North Wales. Subse- 
quently the Western Transport Co. Ltd. (a G.W.R. 
associate) was also acquired, and so the G.W.R. became 
a Crosville shareholder. Another important merger was 
completed in East Anglia where the Eastern Counties 
Omnibus Co. Ltd. was incorporated to merge the Eastern 
Counties Road Car Co. Ltd., the Peterborough Electric 


Traction Co. Ltd., the Ortona Motor Co. Ltd., and the 
East Anglian undertaking of United Automobile Services 
Limited. The last-named received shares in the new com 
pany in exchange for the section of its business which was 
sold, and this explains the peculiar position that the 
U.A.S., although now entirely a North-East-Coast 
operator, has a substantial holding in Eastern Countie: 
shares. 

The accompanying folding plate shows the present inte: 
relation of the various bus companies in the B.E.T., 
Tilling, and Tilling & B.A.T. groups. The figures of 
capital refer only to issued ordinary capital at December 31, 
1937. 
interests in such ordinary shares are also indicated. 


Holdings of the railway companies and other large 





BRITISH RAILWAY SHAREHOLDINGS IN PASSENGER ROAD TRANSPORT AT DECEMBER 31, 1937, SHOWING THE EARNINGS 





FOR THE Past YEAR 
L.N.E.R. L.M.S.R. G.W.R. S.R. 
\ssociated Company Issued Share Capital 
Holding — Holding yd Holding —o Holding pon 
4 f £ f £ f £ £ 
\ldershot & District Traction Co. Ltd 200,000 Ord i 66,112 5,289 
W. Alexander & Sons Ltd 450,000 Ord .., 50,000 = 50,000 De : 
450,000 6°, Part. Pref. | 175,000 |} 29! 175,000 } 25,000 ‘ 
Birmingham & Midland Motor Omni- 
bus Co. Ltd 1,200,000 Ord. : x 360,000 | 57,000 240,000 38,000 = 
100,000 8°, Cum. Pref - — — 
City of Oxford Motor Services Limited 141,750 Ord. : ne 70,875 9,450 _ - 
74,000 64°, Cum. Pref pis 
Crosville Motor Services Limited 1,100,000 Ord 412,071 32,966 | 137,357 10,988 . 
Cumberland Motor Services Limited. . 150,000 Ord 49,999 5,833 - _ 
Devon General Omnibus & Touring 
Co. Ltd 200,000 Ord : ee 40,917 | 5,115 | 27,279 | 3,410 
150,000 7°, Cum. Pref. — — — 
Eastern Counties Omnibus Co. Ltd... 672,069 Ord 163,267 | 17,413 | 22,422 2,391 - | 
200,000 5°, Cum. Pref. : 
Eastern National Omnibus Co. Ltd 825,000 Ord .., 206,250 , 20,375 206,250 | 20,375 - 
East Kent Road Car Co. Ltd 450,000 Ord iat ax 151,355 | 10,037 
200,000 64°,, Cum. Pref - 
Kast Midland Motor Services Limited 187,500 Ord : 62,500 8,333 31,250 4,167 
East Yorkshire Motor Services 
Limited : 7 ; 300,000 Ord 149,362 | 19,915 
Hants & Dorset Motor Services 
Limited 450,000 Ord ig 174,728 | 22,516 
150,000 64°,, Cum. Pref . 
Hebble Motor Services Limited 120,000 Ord 15,000 2 250 45,000 6,750 
Highland Transport Co. Ltd 35,000 Ord.* 14,875 875 ~ 
Lincolnshire Road Car Co. Ltd 200,000 Ord 63,929 5,593 15,985 1,399 — 
Maidstone & District Motor Services 
Limited 750,000 Ord “a 262,725 | 29,339 
200,000 64% Cum. Pref. ~ 
Northern General Transport Co. Ltd 692,567 Ord. : .. 304,767 26,819 
300,000 64°% Cum. Pref — 
North Western Road Car Co. Ltd 750,000 Ord .., 124,444 | 18,874 | 248,888 | 37,748 
Ribble Motor Services Limited 800,000 Ord : a 352,987 | 35,299 - - 
200,000 64°, Cum. Pref - : 
Scottish Motor Traction Co. Ltd 858,434 Ord : .. 214,609 | 21,461 | 214,608 || 28 407 
1,000,000 64% Cum. Pref 106,863 |{ “° - a 
Southdown Motor Services Limited . . 750,000 Ord — 242,792 | 24,184 
Southern National Omnibus Co. Ltd 542,200 Ord 271,100 | 16,266 
Southern Vectis Omnibus Co. Ltd 95,000 Ord ' a 47,500 4,000 
15,200 6°,, Cum. Pref - 15,000 900 
Thames Valley Traction Co. Ltd 200,000 Ord. - - 68,153 3,834 | 29,208 | 1,643 
rent Motor Traction Co. Ltd 450,240 Ord. 62,473 5,153 | 124,947 | 10,313 — 
United Automobile Services Limited 1,245,850 Ord : ..| 610,956 67,919 — 
150,000 7°. Cum. Pref. 39,472 me 
Western National Omnibus Co. Ltd 1,783,576 Ord. a f 891,788 | 95,343 - 
400,000 6°,, Cum. Pref 400,000 a _ - 
Western Welsh Omnibus Co. Ltd 406,000 Ord 7 - 203,000 23,006 
West Yorkshire Road Car Co. Ltd 675,000 Ord , 167.865 18,745 167,865 18,745 — ~ 
200,000 64°, Pref. ~ — — 
Wilts & Dorset Motor Services * 
Limited ate we 120,000 Ord — — - - 30,724 3,457 
Yorkshire Traction Co. Ltd 350,000 Ord. 85,830 8,296 85,829 8,296 - _ — 
24,350 7% Pref. 4,661 4,662 - 
Yorkshire Woollen District Transport 
Co. Ltd 440,000 Ord 73,334 8,556 146,666 17,111 


* Highland Transport Co. Ltd., shares are 17s. 


each. The L.M.S.R. holds 17,500 








ordinary 


shares 
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Currency of Licences 


Transport Advisory Council’s Report—Views 


N the House of Commons on February 16 the Minister 
] of Transport stated that he was about to publish a 
report of the Transport Advisory Council recommend- 

ing an increase of the periods of currency for ‘‘ A’’ and 

C ”’ licences to five years, and for ‘‘ B "’ licences to two 
years, provided that the observance of the conditions of 
licences are upheld by the strongest possible measures, 
ncluding, after fair warning, suspension and revocation 

the licences. He also added that he had accepted this 
commendation and proposed to make the necessary 
eulations with as little delay as possible. 

The Transport Advisory Council’s report, which has 
just been published, states that in the view of all the 
arties on the council, the most serious feature affecting 
1e licensing system, apart from the question of fair 
vages and conditions of labour which is already being 
dealt with by the Minister, is the extent to which there 
continues to be wilful and frequent disregard of those 
regulations of the Road Traffic Acts. compliance with 
which is a condition of the licence. The council feels 
that the continued disregard of these regulations and re- 
strictions by many is tending to drive the more law-abiding 
firms out of business and to depress the standard of 
efficiency and reliability in the whole freight transport in- 
dustry. So far as the law-abiding operator is concerned, 
a strong case was made, out for the extension of the exist- 
ing licensing period both by his representatives and those 
of trade and industry generally. As affecting the holders 
of ‘‘ A’’ licences in particular, it was emphasised that it 
would be difficult to assure stability in the industry with 
a renewal licensing period of less than five years. It 
was pointed out that under the present regulations, even 
properly operated and long established concerns were not 
entitled to automatic renewals of their licences and 


a 


of the railway companies—Recommendations 


currency of licences: would be reasonable. Indeed, 
such an extension would free the hands of the 
licensing authorities to deal more comprehensively with 
the prevalent disregard of the law. The council, there- 
fore, made’ an unanimous recommendation to the Minister 
of Transport that the period of currency of licences as 
defined in Section 3 of the Road and Rail Traffic Act, 
1933, should be amended so that ‘‘ A’”’ licences should 
be granted for five years instead of two years to persons 
who have previously held an ‘‘ A’”’ licence. In the case 
of newcomers to the haulage industry, that is to say, 
persons who have not previously held an ‘‘ A’’ licence, 
they recommend that the period of currency be three 
years. So far as ‘“‘ B’’ licences are concerned it recom- 
mends that in the case of all applicants for the grant 
or renewal of such licences, the period should be two 
years instead of one, and that the currency of ‘‘C”’ 
licences should be extended to five years instead of the 
present three. 

Jt is also urged that the Minister should represent to the 
licensing authorities that it is the unanimous desire of all 
the interests concerned in road transport that the strongest 
possible measures, including (after fair warning) the sus- 
pension or revocation of licences, should be taken to up- 
hold the observance of the conditions of the licences, and 
that the Minister should be prepared to assist the 
authorities in this respect. 

In making these recommendations, the council draws 
the Minister’s attention to its recent report on ‘‘ Service 
and Rates,’’ wherein it was stated that, in the view of the 
railway companies, modification of the road licensing 
system should be subject to the putting in hand of the 
legislation and organisation necessary to cover the main 
proposals of that report. 








frequently had to contest ob- 
jections. As the regulations 
stand at the moment, such 
operators might have to contest 
proceedings every two years and 
in some cases not only in one, 
but in several traffic areas in 
every such period. It was urged 
that the costs of these frequent 
renewals were an_ unjustifiable 
hardship and must ultimately be 
borne by the trading community 
in general. 

The railway companies inti- 
mated that they would have pre- 
ferred to retain the present 
period of currency until some 
definite improvement had been 
achieved in the observance of 
the law, but they recognise that 
other more effective measures of 
achieving the same result are 
available, seeing that the licens- 
ing authorities have been em- 
powered by statute to suspend or 
revoke licences for wilful or 
frequent breach of conditions. 

All the interests represented on 
the council agree that if these 
powers were put to fuller use, 
an extension of the period of 
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A scarce early London tramway view showing the line along Victoria Street of the 
Westminster Street Railway Co. Ltd., one of the enterprises of George Francis Train. 
This line was opened on. April 15, 1861, and remained in service only a few months 
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Automatic Recording of Bus Movements 


An apparatus which has been developed by the London 
Passenger Transport Board enabling a record to 
be made of the passage of buses past a given point 


I N connection with the tubes and tramways of the London 
Passenger Transport Board, a system is used for 

supplying headquarters with a continuous record of 
the state of traffic on every route. To secure this the 
vehicle makes an electrical contact at fixed points and the 
results are registered on dials in the central office. Such 





Sr Tet. CABLE 


dials are also publicly displayed at St. James’s Pa 
Piccadilly Circus, and other Underground stations for t 
education or entertainment of passengers, who may th 
note from a moving diagram the regularity or otherwi 
with which vehicles are running. The system has n 
been applied to buses until now owing to the difficult 
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of establishing points of contact, but an apparatus has 
now been developed which can be fixed at any point on 
a bus route and, by a connection through a telephone 
cable, register its information on a recording chart fixed 
o: paper clock diai at a central office. 

he principle adopted is direct induction between a coil 
arranged in a suitable place on the bus and a receiving 
coil fixed at the recording point. The receiving coil may 
be either suspended over the roadway or buried beneath 
its surface. In the present experimental apparatus, the 
fixed coil is suspended over the roadway and the bus 
coils are mounted on the roof of the bus. The first of 
such overhead wires was erected last November outside 
Victoria Station, and nine buses working on service 44 
(Victoria to King’s Cross) were equipped with roof coils 
so that the mechanical soundness of the apparatus might 
be tested in actual service conditions. 

\lternating current is employed for the operating coil 
on the bus and this is produced from the bus battery 
by means of a tuned reed buzzer. The tuned reed buzzer 
carries an additional contact which makes and breaks the 
circuit to a step-down transformer; the transformer and 
associated circuits are tuned to be in resonance with the 
frequency of the buzzer reed. Current from the secondary 
of the transformer is conveyed to the coil on the roof of 


the bus which comprises fifteen turns and is approximately 
4 ft. square. The buzzer and its associated transformer 
and condenser are mounted in a cast aluminium case which 
is arranged to plug into a socket on the bus so that the 
buzzer unit can be changed readily. The frequency of 
the buzzer reeds are arranged to be different on buses 
running on different services, thus giving a different fre- 
quency to the transmitting coil and enabling the recorder 
to discriminate between the various services and record 
them separately. 

The receiving coil fixed over the roadway at the record- 
ing point comprises a coil of 100 turns which is connected 
to the input of a low frequency amplifier. The output 
of the amplifier is fed through a pair of wires in the tele- 
phone cable to the central office where a further amplifier 
is employed. The output from this second amplifier is 
fed to a series of tuned circuits, every one of which is 
tuned to a frequency corresponding to the frequency of 
the buzzers of a particular service. Every tuned circuit 
is arranged to operate a relay which in turn actuates the 
recording equipment. The frequencies employed are from 
100 cycles upwards. The diagram shows the arrangement 
of the equipment, and the photographs we reproduce show 
one of the buzzer units which are carried on the bus, and 
also an equipped vehicle passing under the receiving coil. 








WARNINGS AT OPEN 


iw order to provide more satisfactory protection at its 
open crossings, the Derwent Valley Light Railway 

Company has recently introduced improved warning 
signs, as a result of discussions with the local authorities 
and the Ministry of Transport. The open crossing problem 
is becoming more and more serious with the growth of 
road motor traffic and is claiming the special attention of 
the small private railways, where such crossings are rather 
numerous. 

The accompanying illustrations show what has been 
done on the Derwent Valley line. In Fig. 1 is seen the 
standard ‘‘ Crossing: No Gates’’ sign, of the reflecting 
type, erected by the local highway authority 100 yd. from 
the line in both directions. Fig. 2 illustrates the warn- 
ing boards placed by the railway company as near the 
crossing as possible, measuring 5 ft. 6 in. x 2 ft. 6 in. 
and worded ‘‘ Warning: Level Crossing, No Gates; Be- 
ware of Trains ’’; this appears in black letters on a white 
ground of galvanised sheet iron in a wooden framing, 
3 ft. 6 in. above the ground. Numerous strips of wood, 


painted white, have been affixed to the fencing near the 
crossing, giving the effect of a break in its continuity and 
At the 


so attracting the attention of vehicle drivers. 


“WARNING | 
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CROSSINGS 


crossing itself half sleeper posts have been set in the 
ground carrying white boards, 3 ft. x 10 in., bearing 
6-in. red cluster discs, formed of 14 3-in. dia. red reflex 
lenses. The effect of these arrangements appears very 
good, and there should be little excuse for carelessness 
such as unfortunately led to accidents at crossings on this 
line on July 5 and August 11, 1937. 





Fig. 1, above: Reflecting sign 
erected by local authority 









Fig. 2, left: Warning notice, 

coloured fence marks, and red 

signpost lenses, provided by 
railway company 
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North London Tramway Conversion 


On Sunday last 93 trolleybuses were introduced on 234 miles of new trolley- 
bus route in replacement of trams, the largest conversion in a single day 


so far. 


HE London Passenger Transport Board has now com- 
pleted its plans for the gradual elimination of the 
whole of the remaining trams north of the Thames. 

The changeover is to be made in stages at approximately 
two-monthly intervals. Stage I has been carried through 
successfully during the past three weeks in two parts, 
with the result that some sections of tramway have been 
abandoned; consequential bus-route changes have been 
effected; and trolleybuses have replaced tramcars on a 
number of routes. The last-named are the first trolley- 
run in Central London, and also the first to 
enter the precincts of the City. 

The first part of Stage I of the scheme included the 
replacement of the Wood Green to Alexandra Palace and 
Wood Green to Muswell Hill tram routes by bus services 
ten days before the main conversion, namely, on February 
23. Alterations to bus routes included the increase of 


buses to 
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Above : 
Hill and the Alexandra Palace. 
trams that worked this service 


View of the sleeper tram track on the recently-abandoned line between Muswell 


Below: One of the specially-equipped single-deck 


For the first time trolleybuses have entered the City of London 


the Great Cambridge Road service to one of 2 mii 
in peak periods by the diversion of a bus route hitherto 
maintained with single-deck vehicles and the equipment 
of this route with double-deck buses. The tram routes 
withdrawn on February 23 were: Service 37—Alexandra 
Palace to Wood Green, via Station Road (replaced by 
buses); 39—between Alexandra Palace and Wood Green 
via Muswell Hill (replaced by buses); and 51—the sect 
between Muswell Hill and Wood Green. Certain 2d. work- 
men’s fares which obtained on tram route 51 were int 
duced on the replacing bus routes as transfers, passeng 
changing vehicles at Turnpike Lane station. 

The Alexandra Palace is situated at the top of a hill 
surrounded by large private grounds, and there were steep 
gradients which necessitated the use of single deck fou 
wheeled cars, fitted with powerful track brakes. Of 1 
two tramway routes now abandoned, one ran from Tur 

pike Lane Underground station 


via Muswell Hill, approaching 
the Palace from the _ south, 
and the other from Wood Green, 
approaching the Palace from 
the east. The former was opened 
on December 6, 1905, and 
the latter on April 11, 1906. 


On the Muswell Hill route most 
of the track inside the Palace 
grounds was laid on sleepers- 
an unusual feature in the Lon- 
don area—and a view of a cal 
running on this type of track is 
reproduced Cars from _ the 

Palace, bound for Turnpike 

Lane, bore on the indicator the 

word ‘‘ Wellington,’’ an abbre- 

viation of the name of the 
public house, the ‘‘ Duke of 

Wellington,”’ adjacent to the 

Turnpike Lane terminus. 

The main changeover took 
place on Sunday last, March 6, 
when 23} miles of new trolley- 
bus route were opened. This 1s 
the largest conversion yet carried 
out on a single day, and in- 
volved the introduction of 93 
trolleybuses to maintain the six 
new routes opened. The new 
trolleybus routes are :— 

No. 517—North Finchley & Holborn 
via Highgate and Gray’s Inn Road. 

No. 617—North Finchley & Holborn 
via Highgate and Farringdon Road. 

No. 521—North Finchley & Holborn 
via Wood Green and Gray’s Inn 
Road. 

No. 621.—North Finchley & Holborn 
via Wood Green and Farringdon 
Road. 

No. 609—Barnet 
gate. 

No. 651—Barnet Church and Golders 
Green & Cricklewood. 


Church and Moor- 


The former tramway terminals 
at Holborn and _ Farringdon 
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treet have been connected by a new trolleybus loop 
long Holborn and Charterhouse Street. Routes 517 and 
21 run via Grays Inn Road and depart via Farringdon 
Road without change of number, and routes 617 and 621 
in in the reverse direction. 

Seven tram routes were withdrawn at the close of 
ffic on Saturday last, as follow :— 

9—Whetstone and Moorgate. 

13—Highgate and Aldersgate. 


5 


t eon @ 


17—East Finchley and Farringdon Street. 

19—Barnet and Euston Road. 

21—North Finchley and Holborn. 

51—Wood Green and Aldersgate. 

39a—The section between Enfield and Wood Green. 


, Ae i’ ae Ay Aa 7 Ae te = 


71—The section between Wood Green and Aldersgate 


To compensate for the withdrawal of tram route 19 
between Highgate and Euston Road, a bus route has 
been strengthened, and a 2d. workmen’s fare introduced 
on the tube railway between Tufnell Park station and 
Warren Street to supplement the 3d. workmen’s fare 
already available between Highgate and Warren Street. 
Moreover, workmen’s transfer facilities are now available 
at: (a) Nags Head between the trolleybus services 609, 
617, and 621 and the Euston Road tram services; and 
(b) at Highgate between the trolleybus routes and bus 
routes 27A, for 2d. journeys between the ‘‘ Wellington ’’ 
and Kentish Town station, and between East Finchley 
station and Tufnell Park station. As heretofore, 
scholars’ tickets are available only on tram and trolley- 
bus services. 
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4 substantial contract was recently received by Karrier Motors Limited from the Great Western Railway for 56 


Cob Junior tractors which are capable of dealing with trailer payloads of up to four tons. 


Part of this repeat order 


has already been completed, and the accompanying picture shows a batch of 15 photographed prior to delivery. Like 


their predecessors, these motive units are fitted with the “ J” 
The fitting of curved bumper bars is another interesting feature of these tractors 


to be dealt with. 


type of coupling gear, so enabling other makes of trailer 








Publications Received 


Mahaffy & Dodson’s Road Traffic Acts and Orders : 
Supplement, 1937. By Robert P. Mahaffy, B.A. London: 
Butterworth & Co. (Publishers) Ltd., Bell Yard, Temple 
Bar, E.C. 6 in. x 93 in. 99 pp.+6 pp. index. Price 
7s. 6d. net.—The second edition of ‘‘ Mahaffy & Dodson’s 
Road Traffic Acts and Orders,”’ which we reviewed on page 135 
of our issue of July 24, 1936, stated the law as at April 1, 
1936. Since that time several important road traffic cases 
have been decided in the High Court and the appellate courts, 
and the Traffic Appeal Tribunal has given numerous decisions 
on licensing. Three Acts of Parliament touching the subject 
have been passed, and provisions in the Finance Acts, 1936 
and 1937, alter the duties on certain vehicles. The main 
volume of ‘‘ Mahaffy & Dodson” therefore needs supple- 
menting, and the present volume takes the law down to 
November 1, 1937. 

This supplement is divided into two sections, the first 
consisting of notanda bringing the main book up to the date 
indicated, and the second comprising a continuation of the 
material of the original book. Part 2 contains the various 
new Statutory Rules & Orders, but such is the frequency 
with which these are issued that even the law at November 1 
last is by no means correct to the minute. This Supplement 


is, of course, indispensable to all owners and users of the 
original volume, and its publication has the further value 
of calling attention once more to the merits of the main book, 
which is indeed an essential item on the reference shelf of all 
concerned with the operation of road traffic in Great Britain. 

Green Line Coach Guide, 1938, No. 1.—This London 
Transport publication is probably unique in offering a time- 
table, a large folding map, about fifty street plans, a travel 
information bureau, a short article by a well-known novelist, 
some wild nature notes, and several suggestions for country 
walks, all within the compass of a handy pocket booklet for 
which the modest sum of twopence is demanded. The article 
is by Mr. H. E. Bates, one of the outstanding of modern 
novelists whose writings have a country setting. Mr. Bates 
writes about the tunnelling mole that constructs an under- 
ground system considerably more complicated than that of 
the London Passenger Transport Board—a trapper of worms 
who himself sometimes falls a victim to the trap. He de- 
scribes hop gardens in winter, the paling cutter, styles of plough- 
ing, and identifies signs of awakening spring along the hedge- 
rows even in the depth of winter. Other subjects he deals 
with are the retention of thousands of old names of fields, 
and how to prophesy weather changes by observing the signs 
and signals of nature—an absorbing article for all lovers of 
the countryside. 
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Overseas Notes 


Canadian Cartage 

As briefly noted on page 260 of our issue dated Febru- 
ary 11, the plant and equipment of the Canadian Cartage 
& Storage Company was taken over on February 1 by the 
Canadian National Railways. The company has carried out 
cartage operations for the Canadian National Railways and 
predecessor companies for more than 70 years. Under the 
purchase agreement the railway acquired the equipment and 
goodwill of the cartage company at Montreal and St. 
Hyacinthe, Que., and London, Brantford, and Guelph, Ont.; 
the purchase price has not been disclosed. The new arrange- 
ment will enable the railway to increase the efficiency of 
its pick-up and delivery service. So far as possible, the 
personnel of the cartage company is being retained. 


Fines on the Spot in Vienna 
In our issue of November 19 last we referred to the system 


in Istanbul of fining passengers on the spot for boarding 
or alighting from moving tramcars, and added that various 


“3 


A motorist being fined on the spot in Vienna 


European countries had similar arrangements whereby fines 
for admitted minor travel offences were payable direct to 
the police. A correspondent has now sent us the snapshot 
we reproduce, showing a motorist being fined in the 
Karntner-Ring, part of the celebrated Ring-strasse, in 
Vienna. The motorist, having passed over the white line 
against the policeman’s hand, is being fined on the spot, 
and the receipt is being written out for him. 


South African Developments 


As previously noted in these columns, the road transport 
services of the S.A.k. & H. Administration now carry very 
large quantities of cream and other dairy produce. To cater 
for this tratfic, extensive experiments have been conducted with 
a view to evolving a light and cheap means of cooling the 
trailer vehicles in which it is largely carried behind the ad- 
ministration’s buses. As a result, an air scoop is fitted to 
the front of the type of trailer in use, and extractor ven- 
tilators are placed at the back of its roof, to induce a flow 
of air through the vehicle. The current of air passes through 
a vertical screen of wood wool which is kept constantly 
moist by a trickle of water from a tank above it, and the 
result is the stream of air thus cooled reduces the tempera- 
ture inside the trailer by from 10° to 15°. 

Where traffic justifies such action, goods and passenger 
road traffic is now run separately, the latter in buses carry- 





ing passengers, mails, and light luggage only, and runn ng 
to a fixed schedule. The majority of the country services 
are, however, worked by tri-compo. vehicles carrying 13 
first and 12 third class passengers, and having also a 10-ft. 
compartment capable of accommodating up to four tons 
of goods and luggage, and often hauling one or two trailers 
for dairy produce. The seats in these vehicles are of sponge 
rubber and they are quite comfortable even for quite long 
journeys. Since their introduction increases of 30 per cent. 
in first and 150 per cent. in third class traffic have been 
recorded. 


Motor Transport in Tunisia 


According to the Report on Economic and Commercial 
Conditions in Tunisia, issued in November by the Departm 
of Overseas Trade,* there were 6,673 km. of roads in Tuni 
at the end of 1935. Of this total, roughly 3,000 km. w 
main roads and 1,500 secondary roads. Generally speakii 
the main roads are good and well maintained. The Tunisian 
Government completed in1936 its road from Ben Gardane to 


ot 


the Tripolitanian frontier, thus 

ae, connecting the Italian Colo 
# (and Egypt) with French North 
Africa by through roads. The 


official figures of the number of 
motor vehicles in use on December 
31, 1936, are as follow :— 


Private. . : <P 21,029 
Motorbuses ee ie 281 
Tae .. Se ane 778 
Commercial lorries, &c. 3,040 
Motor cycles 3,834 


28,962 
Exact figures showing the countries 
of origin are not available, but pro- 
bably about nine-tenths of the 
vehicles are French. 


Reichsautobahnen in 1937 


According to the _ provisional 
report of the German Motor 
Roads Company (Reichsautobahnen) 
for 1937, 927 km. of new roads 
were brought into use last year, 
making a total of 2,014 km. now 
completed. In addition, 1,650 km. 
of motor roads were under construction at the end of the 
year. The highest number of workers employed was 98,042 
in August. Since the beginning of the motor roads scheme 
some 90 million days work has been provided, of which 
25-4 million were in 1937. Thirty-three large petrol filling 
stations and eight small stations have been installed on 
the motor roads in the past year, and further stations are 
under construction. Repair shops have been opened for the 
maintenance of the roads. Up to the present 3,900 bridges 
have been built, including 1,290 in 1937; 900 bridges are 
now under construction. Expenditure on the motor roads 
in 1937 amounted to some RM. 650 million, which was 
financed by various medium term credits, while the interest 
was paid from customs and taxes levied in favour of the 
motor roads. The total amount of revenue from customs 
and taxes for 1937 was about RM. 200 million. It is 
estimated that the new roads have led to a transfer of 
traffic from other roads up to about 30 per cent. or 50 
per cent., as well as to an increase in total traffic. Ad- 
ministrative personnel of the Motor Roads Company rose 
from 8,200 in 1936 to 9,900 at the end of October, 1937. 
The average number of workers employed on building the 
roads dropped from 96,000 in 1936 to 81,000 in 1937. An 
article on the progress of the Reichsautobahnen was in- 
cluded in our issue of December 17 last. 


* Published by His Majesty’s Stationery Office. Price 6d. net 
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AN EFFICIENT WATERPROOFING FOR BRIDGE DECKS 


The Bituproof process, as used by British railway companies, 


has provided a solution of long-standing problems 


METHOD of waterproofing bridge decks, as used on 
A several British railway main lines, is that known as 

Bituproof, and consists essentially of building up 
successive layers of bitumen reinforced with impregnated 
fabric, thus combining maximum flexibility with efficient 
waterproofing and lasting protection. The use of a bitu- 
men emulsion makes it practicable to 
apply the treatment even on green con- 
crete, and the introduction of the rein- 
forcing layers of Bituproof membrane 
confines the movement of the bitumen 
to well within its elastic limits. An 
incidental advantage of this method of 
vaterproofing is its cushioning effect, 
minimising the transmission of vibra- 
tion to the main slab. 

The method of application is simple. 
A clean screeded concrete surface with- 
out hollows or ridges is desirable, and 
in the event of the treatment being 
applied direct to steel decks or troughs 
it is necessary to ensure that the s:r- 
faces be free from oil, grease or paint; 
for this purpose Bituproof anti-corro- 
sive solution may first be applied. The 
Bituproof liquid is then spread by 
means of long handled brooms, using 
one gallon to 33 sq. ft., and as it is 
spread a strip of the membrane is un- 
rolled over the wet liquid and pressed 
down with longzhandled brooms used 
dry. Another application of Bituproof liquid is then made 
over the membrane, using one gallon to 50 sq. ft. A lap of 
3 in. is allowed in the membrane strips and the liquid is so 
worked as to ensure full jointing between the strips. 
A second treatment of membrane is then laid, and finally 
a coat of Bituproof liquid as a protective covering using 
one gallon to 33 sq. ft. Sand and cement rendering is 


applied as a protection, and ballasting can be undertaken 
as soon as the rendering has taken its first set, or alter- 
natively, in the case of an overbridge, concrete to the 
finished camber level can be laid. 

Bituproof treatment can be used for uneven surfaces, 
such as that shown in one of the illustrations of the broken 





Applying Bituproof membrane waterproofing to service channels in a trough 


floor bridge 


asphalt surfaces found after uncovering and clearing an 
old bridge deck. This method of waterproofing, par- 
ticularly advantageous in the treatment of bridge decks, 
which have long presented a problem to railway engineers, 
has, of course, many other applications, as, for example, 
to flat surfaces such as roofs; and it may be used to 
protect defective slating or corrugated iron. 





Left: Treatment of main deck of bridge; parts left uncovered for welding the sections, after which treatment is completed 
Right: Treatment of uneven surface revealed after clearing an old bridge deck 
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DANISH SUBURBAN LOCOMOTIVES 


A type now in use on main and branch line services, having been 


displaced from suburban 


routes by electrification and diesel units 





D URING the years 1924-28 the Danish State Railways 
placed orders with Borsig & Frichs for a number of 

2-6-4 3-cylinder tank engines designed for use in the 
Copenhagen suburban area and known as the “‘ S ”’ class. 
With the electrification of part of the suburban lines and 
the working of others by diesel units, these engines have 
been used for main and branch line express and stopping 
trains up to a maximum speed of 55 m.p.h., and have 
proved well suited to this type of traffic. They have 5-ft. 
8-in. coupled wheels, 17-in. by 26}-in. cylinders, a total 


heating surface of 1,800 sq. ft., of which the superheate: 
contributes 496 sq. ft., 25°8 sq. ft. of grate area, and a 
boiler pressure of 171 lb. per sq. in. The engines carry 
3 tons of coal and 2,200 gallons of water, and have an 
adhesive weight of 49 tons. The electrification which dis 
placed these engines was described in our Electric Railway 
Traction Supplement of October 27, 1933, and comprises 
the lines through Copenhagen Central station to Klampen 
borg and Halte, both direct and via Norrebro. It has 
proved highly popular and successful. 








New Observation Car 


B.B. & C.LR. 


(See page 467) 


Flying Ranee, 


Interior of new observation car as now 

run in the Flying Ranee week-end 

express between Bombay (Central) and 

Surat. The notice on the right directs 

passengers to the telephone, which is now 
a feature of the train 
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SNOW PLOUGHS, NORWEGIAN STATE RAILWAYS 


Four rotary snow ploughs on the Oslo-Bergen 


line covered over 50,000 miles 


YHE Oslo—Bergen standard 
1 gauge main line, 305 miles 
in length, and connecting 

the central part of the country 
with its western coast, crosses 
the highest mountain range in 
the kingdom just north of the 
Hardanger group, which rises to 
an altitude of 6,153 ft. The 
203-mile central section of the 
line between Voss and Roa, took 
fully 14 years to construct 
(1895-1909) and constitutes the 
most difficult part to work and 
maintain, as it embodies long 
| in 463 and 1 in 50 gradients 
and curves as sharp as 820-ft. 
radius. The summit of this 
section is reached not far from 
Finse—the highest station in 
Norway, 3,908 ft. above sea 
level—rail level attaining an alti- 
tude of 4,367 ft. at that point. 
For 60 miles the average altitude 
is nearly 2,000 ft. above the tree 


limit, and is therefore con- 
tinuously exposed to snow 
drifts in winter, and the line is sometimes 20 ft. to 


30 ft. under snow, making traffic operation exceedingly 
difficult. In fact, the line can be kept open only with 
the constant use of four special rotary snow ploughs 
designed by the State Railways and placed in service in 
1914, two being stationed at Finse, and two at Myrdal, 
2,843 ft. above sea level. 

Each plough set consists of the plough vehicle and a 
tender. The whole is pushed by one or more locomotives, 
but the plough contains a boiler and high-speed vertical 
steam engine driving the rotating cutter. The snow thus 
excavated is thrown high into the air on both sides of 
and clear of the track, but a cutting only the width of 
the cutter and plough is made in it. To widen this snow 
cutting, a following locomotive hauls a flat truck fitted 
with a snow scraper, having 18-in. wide steel blades that 


in 1935-36 





Rotary snow plough at work near Finse 


cut into the walls of the snow cutting. The blocks of 
snow thus cut away at the sides, fall on to the track 
behind the scraper, and are removed by the second rotary 
plough which in turn follows the scraper. 

To give some idea of the work these ploughs are called 
upon to perform, it may be mentioned that in 1933-34 
they covered 28,746 miles, in 1934-35 28,830 miles and 
in 1935-36 52,701 miles. 

The leading dimensions and weight distributions of 
the ploughs and tenders may be seen from the accompany- 
ing diagram. The locomotive-type boiler of the plough 
vehicle has a heating surface of 1,803 sq. ft., including 
278 sq. ft. in its superheater; 253 sq. ft. grate area, and 
pressure of 185 lb. per sq. in. The high-speed engine 
has four cylinders each 163 in. dia. x 15} in. stroke. 
The tender capacity is 5,000 gal. of water and 6 tons of coal. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. R. R. Goodison has _ been 
app jinted Private Secretary to Cap- 
tain A. Hudson, M.P., Parliamentary 


Secretary to the Ministry of Transport. 

Sir William Bradshaw has _ been 
elected a Director of the Manchester 
Ship Canal Company, to succeed Sir 
William E. Dudley, who has 
retired. 





The late Sir Seymour Biscoe 
Tritton, partner in the firm of 
Messrs. Rendel, Palmer & 
Tritton, consulting engineers, 
who, as recorded in our issue 
of November 26, died on 
November 21 last year, left 
personal estate valued at 
£99,957 (£97,688 net). 





We regret to announce the 
recent death, in his 82nd year, 
ai Me. SS. }. Saryant, 
M.Inst.C.E., V.D., who retired 
from the position of Loco- 
motive, Carriage & Wagon 
Superintendent, Great Indian 
Peninsula Railway, in 1915. 
He underwent his early train- 
ing at Derby works, Midland 
Railway, where he spent some 
seven years prior to joining 
the Lancashire & Yorkshire 
Railway. After five years in 
the drawing office and as 
Assistant Locomotive Foreman 
at Newton Heath, he went out 
to India as Assistant Loco- 
motive Superintendent on the 
G.I.P.R. in 1885. Mr. Sar- 
jant rose through the usual 
grades to become head of his 
department, and, as well as 
being elected Chairman of the 
Indian Locomotive & Carriage 
Superintendents’ Committee 
(1908-12), was on the com- 
mittee charged with revising 
general rules and regulations of 
Indian railways. He was Lt.-Colonel 
commanding the G.I.P.R. Volunteers 
and was awarded the Volunteer 
Decoration. An advocate of super- 
heating and other important improve- 
ments, he was responsible for raising 
the standard of efficiency both in the 
shops and in the running department 
of the system. 





The Hon. J. R. A. P. Philipps has 
been elected a Director of the Costa 
Rica Railway Co. Ltd. 





The late Mr. W. E, Tyldesley Jones, 
K.C., who, as recorded in our issue of 
January 7, died on January 1, left 
personal estate valued at £141,885 


(£111,858 net). 


M. Robert Le Besnerais, General 
Manager of the newly-formed French 
National Railways Company, was 
appointed to that position from the 
general managership of the former 
Northern Railway of France, a post 
he had held since 1934. Born on July 
3, 1893, M. Le Besnerais received his 
education at the Ecole Polytechnique 
and the Ecole Superieure des Mines, 





M., Robert Le Besnerais 


Appointed General Manager 
French National Railways 


and became Mines Engineer at Nancy. 
In 1924 he joined the Northern Rail- 
way, and rose rapidly to the posts of 
Ingenieur-en-Chef de]’ Exploitation, and 
then Directeur de _ 1 Exploitation 
(General Manager). During the war 
M. Le Besnerais was an artillery officer, 
and was awarded the Croix de Guerre. 
In 1929 he became a Chevalier of the 
Legion of Honour, and in 1936 an 
Officer of that order. He is a Com- 
mander of the Most Excellent Order 
of the British Empire, and has been 
decorated with several other foreign 
orders. While with the Northern Rail- 
way he addressed several widely- 
attended conferences on matters affec- 
ting the railway industry as a whole, 
particularly safety of passengers and 


road-rail co-ordination. Practically- 
minded, and an unremitting worker, he 
has first-hand knowledge of railway 
practice in several countries, among 
them the United States. 





L.M.S.R. ApporInTMENTS 

The following appointments have 
been approved by the directors :— 

Mr. T. R. Heaton, Assistant District 
Goods Manager, Leeds, to be 
Assistant District Goods 
Manager, Birmingham. 

Mr. M. H. Sifton, Assistant 
District Goods _ Manager, 
Warrington, to be Assistant 
District Goods Manager, Leeds. 

Mr. J. Fallows, Commercial 


Assistant to District Goods 
Manager, Warrington, to be 
Assistant District Goods 


Manager, Warrington. 

Mr. W. J, Walley, Goods 
Agent, Liverpool Road (L.M.S. 
& G.W.), to be Assistant to 
District Goods Manager (Cart- 
age), Manchester. 


Mr. W. Goodwin, Goods 
Agent, Preston, to be Goods 
Agent, Liverpool Road (L.M.S. 
& G.W.). 

Mr. C. H. Dodsworth, Can- 
vasser, D.G., & P.M.O., 
Northampton, to be Goods 
Agent, Kettering. 

Mr. S. R. Sayer, Station- 


master, Blackburn, to be 
Stationmaster, Liverpool (Ex- 
change). 


Mr. G. B. Brinnand, Station- 
master, Accrington, to _ be 
Stationmaster, Blackburn. 

Mr. Jj. W. 8B. Rayner, 
Stationmaster, Burnley (Bank 
Top), also in charge of Burnley 
(Barracks), to be  Station- 
master, Accrington. 

Mr. G. F. Smith, Station- 
master, Sowerby Bridge, to be 
Stationmaster, Burnley (Bank 
Top), also in charge of Burnley 
(Barracks). 

Mr. F. C. O’Connor, Stationmaster, 
Sheffield, to be Stationmaster, Preston. 

Mr. H. Dixon, Stationmaster, South- 
port, to be Stationmaster, Sheffield. 

Mr. H. Leach, Stationmaster, Bur- 
ton-on-Trent, also in charge of Horn- 
inglow, to be Stationmaster, South- 
port. 

Mr. E. A. Stafford, Stationmaster, 
Clifton Down, also in charge of Mont- 
pelier and Redland, to be Station- 
master, Burton-on-Trent, also in charge 
of Horninglow. 

Mr. H., J. King, Stationmaster, Eve- 
sham, also supervises G.W. station, to 
be Stationmaster, Gloucester. 

Mr. R. J. Jones, Stationmaster, 
Bangor, to be Stationmaster and Goods 
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Agent, Llandudno Junction. 

Mr. R. B. Wingate, Assistant 
District Controller, Birming- 
ham, to be Assistant District 
Controller, Liverpool (Lime 
Street). 

Mr. R. H. Hacker, who, as 
we recorded last week, has 
been appointed to succeed Mr. 
Charles Cooper with the new 
title of Continental Super 
intendent, Southern Rail- 
way, was educated at Dover 
College, of which he _ has 
recently been elected a 
Governor. He entered the 
Goods Manager’s Office of the 
former S.E. & C.R. in 1909 
but was transferred to the 
Continental Traffic Manager’s 
Office in the following year. 
At the outbreak of war he was 
transferred to the Gare Mari- 
time, Boulogne, in connection 
with S.E. & C.R. work at that 
port. Subsequently, on receiv- 
ing a commission in the Army, 
he served on the Mediterranean 
Lines of Communication in 
France and Italy. After the 
war Mr. Hacker returned to 
the Continental Department at 
London’ Bridge under’ Mr. 
F. A. Brant, and attended 
some of the first International 
Conferences on the Continent 
regarding the resumption of 
through booking arrangements 
subsequent to the war. At the 
time of the amalgamation in 
1923, he was placed in charge 
of the international fares and _ traffic 
section of the Southern Railway Con- 
tinental Department, and was sub- 
sequently promoted to be head of the 
passenger section of that office. At the 
beginning of 1937 Mr. Hacker was 
appointed Chief Clerk of the Continen- 
tal Department, at the same time re- 
taining his charge of the passenger 





Elliot] (& Fry 


Mr. J. L. Harrington 


Appointed Divisiona] Marine Manager, Dover 
Southern Railway 


’ 
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Elliott 





Mr. R. H. Hacker 


Appointed Continental Superintendent, Southern 


Railway, as from March 31 


section, and last October was appointed 
Deputy Assistant for Continental 
Traffic, the post from which he is now 
promoted to be Continental Superin- 
tendent. 


whose 
Marine 


Mr. J. L. 


appointment as 


Harrington, 
Divisional 





Mr. A. P. Innocent 


Deputy Stores Superintendent, Southern Railway, 
1923 38 
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Manager, Dover, Sou n 
Railway, was recorded in our 
issue of March 4, was edu d 
at University College S 1, 
London. He entered 1e 
service of the Southern il- 


way at Balham in 1924, ond 
was transferred to the Off of 
the Chief Operating Supcrin- 
tendent, Waterloo, in 5. 
He was appointed a Cadc: to 
undergo training in the 
cipal departments of the 
pany in 1928; this period 
cluded a short time with 
Underground Railways of L 
don. In 1931 Mr. Harrington 
was appointed Assistant 
London (Central) Divisional 
Superintendent, London Brid«: 
and has since occupied 
following positions at Wat 
loo: Assistant to Traffic 
Manager for Special Work, 
1934; Deputy Assistant for 
Development of Traffic, 1936; 
General Assistant to Traffi 
Manager, 1937. Mr. Harringtoi 
was also the Southern Railway 
representative on the Railway 
Air Services Standing Joint 
Committee 1937 / 38. Mr. 
Harrington is an_ Associate 
Member of the Institute of 
Transport, and _ holds the 
Graduate Silver Medal of the 
Institute. He also has_ the 
Brunel Silver Medal of the 
London School of Economics. 


Mr. A. P. Innocent, whose 
retirement from the post of 
Deputy Stores Superintendent, 
Southern Railway, we recorded on 
February 25, joined the Stores 
Department of the former London, 
Chatham & Dover Railway as a 
junior clerk in 1886. From 1893-99 
he was Chief of the Clothing Section, 
during which period he _ introduced 
summer clothing for railway uniform 





Dr. Percy Lewis-Dale 


Chief Chemist, L.M.S.R., 
1933-38 
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taff in place of the heavy clothing at 
at time in use. Mr. Innocent was 
insferred to the General Stores 
counts Section (S.E. & C.R.) in 1900, 
id in 1907 to the Chief Accountant’s 
Office, dealing with the reorganisa- 
tion of stores accounts and finance. 
[n 1914 he was appointed to the Stores 
Department Head Office to reorganise 
the Purchasing Section and the general 
fice arrangements. Early in 1914 Mr. 
Innocent was specially appointed to the 

ard of the S.E. & C.R. (on the re- 

mmendation of Sir Francis Dent) to 
organise and control the Stores De- 
irtment at the locomotive and car- 

ige works at Ashford, and in June of 
that year he was appointed Assistant 
Stores Superintendent, with office at 
London Bridge. This position he re- 
tained upon formation of the Southern 
Railway, when his designation was 
harged to Deputy Stores Superinten- 
lent. It is from this post that (at his 
own request) he has just retired. During 
he war Mr. Innocent was, in addition 
o his ordinary duties, responsible for 
the purchase of material and the organi- 
sation in connection therewith for the 
Railway Transport Force in all coun- 
tries. From 1914-23 he was a regular 
representative for the S.E. & C.R. on 
Railway Clearing House Committees 
lealing with stores purchases and other 
subjects. From the end of the war 
until grouping Mr. Innocent was called 
upon by the S.E. & C.R. General Mana- 
ger, Sir Percy Tempest, to be Chairman 
of various sub-committees dealing with 
requirements to meet post-war condi- 


tions 


ces 


Dr. Percy Lewis-Dale, B.Sc., Ph.D., 
F.1.C., who, as recorded in our issue of 
February 25, has retired from the 
position of Chief Chemist, London 
Midland & Scottish Railway, was 
appointed an assistant chemist on the 
former London & North Western Rail- 
way in January, 1910. He became 
Assistant Chief Chemist of that com- 
pany in January, 1920, and Chief 
Chemist in October of the same year. 
After grouping, Dr. Lewis-Dale _re- 
mained at Crewe as Chief Chemist of 
the L.N.W. Section of the L.M.S.R., 
and in May, 1929, became also Assis- 
tant Chief Chemical Analyst, L.M.S.R. 
He was appointed Chief Chemist, 
L.M.S.R., in January, 1933. On 
several occasions Dr. Lewis-Dale has 
been Chairman of the Chemists’ Com- 
mittee, Railway Clearing House. He 
has served on many committees of the 
British Standards Institution, both as 
a representative of the railway com- 
panies and’as a private member. For 
two periods (totalling five years to 
date) he has served on the Council of 
the Institute of Chemistry. 





We regret to learn of the death on 
March 4, at the age of 65 of Mr. 
Walter H. Inglis, for some _ years 
Chief Draughtsman with the W. R. 
Sykes Interlocking Signal Co. Ltd. and 
well known to many concerned with 
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the installation of the Sykes block 
on the London suburban lines and 
elsewhere. 

Mr. C. R.~S. Harris, - Director 
General, Buenos Ayres Great Southern 
and. Western Railways, is leaving 
Buenos Aires this month for England 
on holiday. 


The late Mr. T. H. Rendell, formerly 
general manager of the Barry Railway, 
whose death was recorded in our issue 
of January 21, left personal estate 
valued at £26,732 (£23,877 net). 


RETIRED RaILWAy OFFICERS’ SOCIETY 

The report of the Retired Railway 
Officers’ Society for 1937 states that 
membership at the end of the year 
was 138, compared with 136 in the 
preceding year. The following retired 
ofticers were elected as ordinary mem- 
bers :— 

Mr. J. F. Brook, late District Pas- 
senger Manager, L.M.S.R. 


Mr. W. J. Clayton, late Estate 
Agent, Southern Railway. 
Lt.-Colonel E. C. Cox, C.V.O., 


C.B-2., I.D., late 
Southern Railway. 

Mr. H. E. Daman, late Divisional 
Engineer, G.W.R. 

Mr. E. D. Grasett, O.B.E., late 
Divisional Superintendent of Opera- 
tion, Derby, L.M.S.R. 

Col. W. H. Hall, O.B.E., late Dis 
trict Goods Manager, G.W.R. 

Mr. W. R. Jones, late Divisional 


Traffic Manager, 


Signal & Telegraph Engineer, 
LL..M.S.R. 


Mr. R. Killin, C.B.E., late General 
Superintendent (Northern Division), 
L.M.S.R. 

er.. W. Ts J. 
gazetted service, 
ways. 

Mr. R. Rowbottom, late Assistant to 
Goods Manager, L.N.E.R. 

Mr. A. c. Stamer, CBE. 
M.1I.M.E., M.I.Loco.E., late Assistant 
Chief Mechanical Engineer, L.N.E.R. 

Mr. J. H. Woodhead, late Assistant 
Chief Engineer (Surveying) L.M.S.R. 

Viscount Horne, Chairman of the 
G.W.R., was the principal guest at the 
society’s luncheon held at the Charing 
Hotel, London, yesterday. 


Pyne, Senior Scale, 
Indian State Rail- 


( ; ross 


It is with regret that we record the 
death on March 7 of Mr. Edward 
Hobson Bayley, J.P. He was born 
in 1841 and inherited from his father 
a keen political interest in the Liberal 
cause. As Chairman of Bayleys 
Limited he had a business interest in 
transport as a manufacturer of buses, 
but he will be remembered chiefly 
among an older generation of trans- 
port men as the Chairman of the 
London Road Car Co. Ltd. which 
played an important part in London 
transport during the horse bus era and 
in the early days of motorisation. 
That company was amalgamated with 
the London General Omnibus Co. Ltd. 
in 1908, a step which has since proved 


489 


to be the first in the scheme of trans- 
port rationalisation in the Metro- 
politan area that culminated in the 
formation of the London Passenger 
Transport Board. 





Forthcoming Events 


Mar. 11 (Fri.).—Institute of Transport (New- 
castle), at Royal Station Hotel, 7.30 p.m. 
“Incentives to Transport Employees,” by 
Mr. D. Lamb. 

Institute of Transport (Newcastle Graduate), 
at Royal Station Hotel, 6 p.m. “ Internal 
City Transport,” by Mr. E. Bond. 

Institute of Welding (Midlands), at James 
Watt Inst., Newhall Street, Birmingham, 
7.30 p.m. ‘ Electric Arc Welding of Stain- 
less Steel,” by Mr. V. Pearson. 

Omnibus Society, at Inst. of Marine Engi- 
neers, The Minories, London, E.C. 3, 7 p.m. 
“The Influence of the Motorbus on the 
Habits of the People,” by Mr. A. Mackenzie. 

Mar. 12 (Sat.).—Stephenson Locomotive Society 
(Midlands—Northern), at 4, Bury Old Road, 
Manchester, 6.30 p.m. ‘‘ Transport and 
Industry in South Wales,” by Mr. S. 
Beaver. 

Mar. 14 (Mon.).—Institute of Transport (Lon- 
don), at Inst. of Electrical Engineers, 
Savoy Place, W.C.2, 5.30 p.m. “ Rates 
Agreements and Rates Regulation in the 
Road Haulage Industry,” by Mr. 
Brunner. : 

Institution of Electrical Engineers, Savoy 
Place, London, W.C.2, 7 p.m. “ High- 
Tension Direct Current,’ by Messrs. J. 
Calverley and W. Highfield. 

Stephenson Locomotive Society (London), 
at King’s Cross Station, L.N.E.R., 6.30 
p.m. ‘The Railways of Ireland,” by 
Mr. C. Hewison. : 

Mar. 15 (Tues.).—Industrial Transport Associa- 
tion, at Victoria Restaurant, Victoria Street, 
London, S.W.1, 6.30 p.m. * Railway 
Accounts,” by Mr. C. Lidguard. 

Institute of Transport (Leeds Graduate), at 
City Transport Department, 7 p.m. “Some 
Thoughts on Traffic Congestion,” by Mr. E. 
Tyler. 

Institute of Welding (Tyneside), at Arm- 
strong College, Newcastle, 7.30 p.m. 
“Welding Improvements,” by Messrs. 
N. Dobson and T. Sutherst. 

L..N.E.R. (York) Lecture and Debating 
Society, at Railway Inst., Queen Street, 
6.45 p.m. “ History and Development of 
Passenger Road Transport,”’ by Mr. Charles 
F, Klapper. 

Permanent Way Institution (Brighton), at 
Welfare Room, New England Street, 7 p.m. 
‘Permanent Way for High Speed,” by 
Mr. W. A. Willox. 

Mar. 16 (Wed.).—Institution of Civil Engineers 
(Yorkshire), at Grand Hotel, Sheffield, 
7.30 p.m. “ Storstrom Bridge in Denmark,” 
by Mr. K. Robertson. ; 

L.N.E.R. Boxing Championships, at Stadium 
Club, 85, High Holborn, London, W.C.1. 

Mar. 17 (Thurs.).—G.W.R. (London) Lecture 
and Debating Society, in General Meeting 
Room, Paddington Station, 5.45 p.m. 
Annual General Meeting. . 

Institution of Electrical Engineers, Savoy 
Place, London, W.C.2, 6 p.m. “ Recent 
Progress in Power Rectifiers and their 
Applications,” by Mr. W. Thompson. — 

Institution of Locomotive Engineers (Scot- 
tish), at Royal Technical College, George 
Street, Glasgow, 7.30 p.m. “ Lifting 
Appliances,” by Mr. R. Critchley. 

Permanent Way Institution (Nottingham- 
Derby), at Bridgeway Hall, Nottingham, 
7.15 p.m. Hat Night. , 

Railway Students’ Association (London), 
Houghton Street, W.C.2, 6 p.m. " Some 
Aspects of Traffic Operation on the Rail- 
ways of the L.P.T.B.,” by Mr. E. Evans. 

Mar. 18 (Fri.).—Institute of Transport (East 
Midlands), at Guildhall, Nottingham, 7 p.m. 
“Maintenance and Operation of an Omni- 
bus and Trolleybus Fleet,’ by Mr. W. 
Williamson. ‘ 

Institute of Transport (Manchester—Liver- 
pool), at Central Library, Manchester, 
6.30 p.m. ‘‘ Modern Road Problems,” by 
Mr. E. Leeming. 
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LONDON & NORTH EASTERN RAILWAY COMPANY 


Remarkable passenger increase—Need of extended heliday season 
‘Higher freight carryings—Best operating ratio since 1930— 
Strengthened contingencies fund—Seeking the standard revenue 


The fifteenth ordinary general meeting of the London 
& North Eastern Railway Company was held at the Wharn- 
cliffe Rooms, Hotel Great Central, London, N.W.1, on 
March 4, Mr. William Whitelaw, Chairman of the company, 
presiding. 

The Secretary (Mr. P. J. Dowsett) read the notice con- 
vening the meeting. 

The Chairman: My Lords, ladies, and gentlemen, I doubt 
if any chairman of a railway company has ever had to 
intimate so many losses among the directorate and staff 
in the course of a year as I have unfortunately to tell you 
of today. : 

Mr. Steel had served on the board of the Great Northern 
Company, of which he was Deputy-Chairman, and on our 
board, for thirty-seven years. His work as Chairman of 
our Stores Committee since the formation of the company 
was of supreme importance to us, and we cannot too highly 
estimate its value. 

Mr. Clarence Smith had been a Director only since 1929; 
his guidance and advice in connection with many problems 
arising in the North-East of England was of great assistance 
to us throughout some very difficult years. Mr. Steel and 
Mr. Smith felt that they were no longer able to give to the 
company’s service as much time as they thought adequate 
and they resigned office during the summer. 

Sir John Noble became a Director of the North Eastern 
Company in 1908 and gave nearly thirty years faithful ser- 
vice to that company and our own. Failing health caused 
him to resign in November; we deeply regret to announce 
that he died in January last. 

The board again received a severe blow when on Janu- 
ary 29 of this year Sir Charles Batho died after only two 
days illness. Appointed to the board only six years ago, 
he had proved to be a colleague of the utmost value, giving 
freely of his time both to the work of the board and to the 
interests of the staff. He will be greatly missed and his 
loss is one which we shall all deplore. 

Only two days earlier we sustained the loss of Mr. James 
McLaren, our valued Secretary. Formerly Secretary of the 
North British Company, he had held the same office with 
our company since its formation in 1923, and no company 
could have had a more efficient Secretary. 

We have been fortunate in being able to find new col- 
leagues, whose names are set forth in the report, to fill 
vacancies on the board; they will bring to their railway work 
abilities which have been proved elsewhere, and we can con- 
fidently look forward to many years of good service from 
them. Mr. P. J. Dowsett, formerly Assistant Secretary, has 
been appointed Secretary of the company; and Mr. W. H. 
Johnson has succeeded him as Assistant Secretary. 

We are very sorry that we have to report that a deplorable 
and tragic accident, involving heavy loss of life, occurred on 
December 10 at Castlecary on the main line between Edin- 
burgh and Glasgow. The fullest sympathy of the stock- 
holders will go out to the relatives of those who were killed 
and to all who suffered injury. I am not able to make any 
statement as to the cause of the accident, as the driver of 
one of the trains involved is awaiting trial on a charge of 
culpable homicide, and to express any opinion would be im- 
proper. 

Capital Expenditure 

The net capital expenditure for the year has amounted 
to only £852,905, mainly owing to the sale of Tyne Dock, 
in respect of which’ £808,000 have been credited to the 
capital account. Sales of land and other assets credited to 
the account amounted to £440,000. The chief expenditure 


incurred was for new passenger carriages, costing, along with 
improvements in existing carriages, £888,000, of which 
£583,000 were provided from the money borrowed from the 
Railway Finance Corporation Limited, in accordance with 
the agreement scheduled to the Railways (Agreement) A 
1935. The improvement referred to consists of the substi 
tution of electric for gas lighting. 

On land and construction of way and stations in conn 
tion with the London suburban electrification, which the 
company is carrying out for the London Transport Pool, 
£275,000 have been spent, and on similar works under t 
agreement scheduled to the Railways (Agreement) Act, 1935, 
expenditure of £313,000 has been incurred. Our estimate of 
capital expenditure during the current year is £8,385,000 
Works under the above-mentioned agreement account for 
£468,000 and works and rolling stock under the agreement 
scheduled to the London Transport Passenger (Agreement 
Act, 1935, account for £3,817,000. Ordinary additions and 
improvements to rollipg stock account for £3,639,000. 


Rolling Stock Position 

Our rolling stock position calls for some special comment 
During the depression in trade which began in 1930 the 
directors, whilst maintaining their stock at full efficiency, 
curtailed the programmes of rolling stock renewals to thi 
minimum required to meet the traffic then offering, and as a 
result, arrears of renewals accumulated during 1930 to 1934 
To meet the cost of these arrears, the directors set aside in 
the 1936 accounts to the credit of their rolling stock renewal 
fund the whole of the estimated amount recoverable from 
rates and rate relief for the period to December 31, 1935, 
amounting to £3,340,000. In view of increased traffic de 
mands which began to be evident towards the end of 1934, 
the directors have authorised programmes of new rolling 
stock to be carried out both in their own shops and by con 
tractors. Further, with the approval of the auditors they 
have adopted a formula for arriving at an adequate charge 
against revenue for renewals of rolling stock for the two 
years 1936 and 1937 similar to that adopted by the other 
three companies. This enabled the auditors to give a clean 
certificate for those two years. 

In the meantime the full employment of our workshops 
and the modernisation of their equipment have enabled us 
to realise a considerable saving in repairs and partial re 
newals of rolling stock, while the increased prices realised 
from the sale of scrap from stock broken up have helped 
to reduce the cost of new stock. We hope to see a further 
reduction in the cost of repairs and partial renewals during 
the current year. 

As a result of the extensive programme of new building 
the arrears of renewals of rolling stock were practically wiped 
out at the end of 1937 and the position from that point of 
view is most satisfactory, as not only has the rolling stock 
been maintained at the cost of revenue or a revenue fund, 
but there is a balance of over £2,000,000 at the credit of 
the rolling stock renewal fund after all the arrears of re 
newals have been met. 


Remarkable Passenger Development 

The development of our passenger traffic has been remark- 
able, and has exceeded our expectations; we have had an 
increase of over 7} million passenger journeys, exclusive of 
season tickets, as compared with 1936, in which year we 
had an increase of about five millions over 1935. The in- 
crease in receipts has been £568,000 over 1936 and 
£1,051,000 over 1935. Receipts from first class fares showed 
an increase of £55,950 following an increase of £69,395 
between 1936 and 1935, and from third class fares there was 
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an increase of £477,000 following an increase of £367,000 
between 1936 and 1935. 

One circumstance which is likely to have a beneficial in- 
fluence upon our passenger revenue is the extension which 
has taken place during the year in the granting of holidays 
with pay to the employees in various descriptions of in- 
dustry. We hope this will lead to a further and marked 
development in holiday travel; such a development would 
be for the benefit of the employees concerned, the holiday 
resorts visited, and the transport agencies who carry the 
traffic, but the benefit will be very much diminished unless 
some really effective steps are taken to extend the holiday 
period. At present this traffic is concentrated round the 
August Bank Holiday in a way which involves congestion, 
inconvenience, and expense to all parties. It should not be 
beyond the combined intelligence of the various parties con- 
cerned to arrange at least for an earlier commencement of 
the holiday period, and the railway will certainly do all 
it can to encourage that movement. 

Receipts from parcels and miscellaneous traffic increased 
by over £94,000. Mails and parcel post yielded about 
£14,000 less, but an advance in rates agreed with the Post 
Office will, it is hoped, give an improved return in the 
current year. 


Freight Carryings Increase 

We have earned a good increase in freight carryings. 
From merchandise (excluding Classes 1-6) we have obtained 
£441,000 more; live stock has brought in nearly £5,000 less; 
minerals and merchandise in Classes 1-6 yielded £236,000 
more, and coal and coke receipts rose by over £868,000. 
The iron and steel originating traffic of all kinds increased 
by 2,068,000 tons, or 16 per cent., and timber by 180,000 
tons, or 9 per cent. The originating tonnage of landsale 
coal increased by 1,547,000 tons or 3-79 per cent., and that 
of shipment coal by 1,445,000 tons or 4-5 per cent. 

Although the Road and Rail Traffic Act, 1933, affords 
some measure of protection, we still compete with road 
haulage of freight traffic under a_ considerable handicap; 
the Government has undertaken in the King’s Speech to in- 
troduce legislation which will put road and rail upon a 
fairer basis of competition, and we are still awaiting the in- 
troduction into Parliament of this promised measure. 

[he matters of increased salaries and wages and increased 
charges have been dealt with in the review of the company’s 
business, issued with the annual report, and there is no 
necessity to refer to them here. 


Further Decrease in Operating Ratio 

[he ratio of railway working expenditure to gross receipts 
has been 80°55 as against 81-38 in 1936; this is the best re- 
sult since 1930. The ratio in 1931 was 80-95; it rose to 83-55 
in 1932, since when it has gradually decreased to the present 
figure. 

Joint lines have yielded an increase of £125,885 on the 
top of an increase last year of £31,900. Interest and divi- 
dends in other undertakings are £58,571 higher, but Treasury 
Grants under the Development Act, 1929, are £19,414 lower; 
these grants will gradually decrease as the works come into 
operation and commence to earn their own revenue. We 
have felt it necessary to strengthen the Casualty Fund, as 
apart from the accident at Castlecary we had an unfortunate 
casualty experience during the year, and a considerable de 
mand had to be made upon it. 

The directors have thought it prudent to recommend that 
out of the earnings of the year £150,000 should be put into 
the fund for contingencies. Previous to 1926 this fund stood 
at over a million pounds; it was wholly used up at the end 
of that year to meet the financial position which had been 
brought about by the prolonged stoppage of work in the coal 
trade; since 1928, when it was re-established, it has varied 
between £100,000 and £200,000. If this transfer is agreed 

) it will amount to £340,000. 


Higher Preference Dividend 


The balance then available enables us to recommend the 
payment of the dividends on the first preference and the 
redeemable preference stocks at the rates required to bring 
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them up to the full rates for the year, and a dividend of 
1? per cent. on the 2nd preference stock, as compared with a 
half of one per cent. a year ago. While the increase in the 
payment of this dividend no doubt gives cause for satisfac- 
tion, we do not forget that we are not yet able to pay even 
half of the dividend appropriate to this stock. 

When the amalgamation of the companies took place there 
was an understanding with Parliament that each railway com- 
pany was to be put in a position to earn a certain standard 
net revenue; the net revenue of the L.N.E.R. still falls far 
short of this figure—the shortage is in fact over five millions. 
We have not abated and we shall not abate the right of the 
stockholders to this standard revenue. 

I now move: “‘ That the report of the Directors with rela- 
tive Statement of Accounts for the year ended December 31, 
1937, be received and adopted.”’ 

Sir Murrough J. Wilson (Deputy Chairman): I have great 
pleasure in seconding the resolution. 


Shareholders’ Remarks 


Mr. J. Clancy addressed the meeting on various matters 
relating to the finances of the company in the past, but 
was requested to confine his remarks to the report and 
accounts at present under consideration. 

Mr. Miller said that the question of nationalisation was one 
that was bound to come up sooner or later; other possibilities 
were a public utility trust, or the co-ordination of inland 
transport. What would be the position of stockholders in 
these circumstances—should it be based on Stock Exchange 
values, physical assets, Government guarantees, or could 
they claim compensation on the standard revenue established 
by the Act of 1921? He urged shareholders to unite to 
protect their interests. 

Councillor Wilson said that, as business men, shareholders 
wanted to know why they were not receiving a dividend 
on the stock that used to be trustee stock. The Govern- 
ment had failed in promoting the Bill to declare their road 
competitors common carriers, and to publish the list of road 
charges and freights. Instead of that, their road competitors 
were walking round the country with the railway rates in 
their pockets, picking and choosing their traffics and paying 
ten and twenty per cent. dividends at the railways’ expense. 
He was glad that the L.N.E.R. contribution to the Railway 
Rates Tribunal was £175 less than in the previous year. 
if the tribunal did not carry out the job for which it was 
inaugurated, he would be glad if the Chairman would wipe 
it out altogether. The speaker also advocated the use of 
wireless equipment for communication between drivers and 
guards. 

Mr. Hyde C. Burton said that the fundamental difficulty 
to be faced was that of coming to some settlement on the 
question of capital and labour. There was only one way 
in which a spirit of esprit de corps could be inculcated in 
employees, and that was to give them some sort of stake 
in the industry. He proposed a system of co-partnership 
by which every employee earning less than £250 a year 
might receive a stake in the company of £50 of stock. 

Mr. R. I. Reeve said that the L.N.E.R. had £42,360,925 
of public money invested in preferred ordinary stock, and 
today £100 of that stock was worth only £6 and half-a- 
crown. He asked the board to explain where that money 
was. 

Mr. D. Towell asked if the company had any better invest- 
ment than the one he was partly the means of bringing 
about, when an old cab shed in a suburb was turned into 
shops and was now bringing in £600 a year in rents as 
against 10s. a week. 

Mr. George W. Alcock congratulated the Chairman on 
a statement, as quoted in the News Chronicle, that 
nationalisation was inevitable and desirable. 

Mr. Ashley Brown said that the future of the railways 
would depend very largely on the measure of co-operation 
there was between boards, stockholders, and employees. 
He had been speaking about co-partnership to the Chair- 
man of a very big company, who had said that, on the 
railways, to bring about co-partnership would be a step 
towards making it possible to pay a dividend. 

Mrs. E. Burney asked how much time approximately the 
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directors spent on the company’s work—for example, 
monthly, quarterly, or yearly. 

Mrs. Miller asked when new rolling stock would become 
available on the suburban services. 

Mr. D. Freeman inquired if the Chairman knew of any 
country where the railways had been nationalised without 
becoming a deplorable loss to the community. 

Mr. T. W. Salmon said that the Vauxhall station at 
Yarmouth was really not worthy of the second town in 
Norfolk, and would like to know whether they intended to 
do anything to improve that “terrible old dog kennel.” 

Mr. Leather suggested that the item ‘‘ Payment of 
Preference Dividends ’’ in the accounts implied that all 
preference dividends had been paid, and thought it would 
be -more enlightening if it stated actually which of these 
dividends had been paid. 

Mr. Hyde C. Burton asked leave to put a resolution on 
co partnership to the meeting. 

Mr. H. Cox proposed construction of a bridge over the 
Humber linking the Peterborough—Grimsby—New Holland 
line with the North East Coast and Middlesbrough, so 
making more room for high-speed trains on the main line 
and avoiding delays to other which might be 
diverted at Peterborough. 

Mr. H. Butcher asked if it would not be possible to grant 
vouchers at a decreased fare to those stockholders who 
had had nothing for seven years. He thought that even 
so much as £1 for every £100 of stock would not affect 
the company very adversely. 


services, 


Chairman’s Reply 

The Chairman: If you have all finished, I will try to 
answer the questions, or many of them; I will do my best 
to deal with them all. I do not think, Mr. Miller, that 
you said anything which requires an answer. I agree very 
much with what you said, and I thank you for your kind 
speech. 

Councillor Wilson raised the question of the Road Bill. If 
he can do anything to hurry up the Government to intro- 
duce and pass this promised Bill, we shall be very grateful to 
indeed. We hope to see it passed into an Act this 
session. With regard to that transmitting question which he 
mentioned; the railways have had this matter under con- 
sideration for emergency use, and they are following the 
matter up. If I may express a personal opinion, | have some 
doubts about its proving to be of very great value to us for 
that purpose, but we shall see. 

Of course, on this very very important question of co- 
partnership, we all of us would agree that co-partnership, 
where it is practicable, is admirable, but I must admit that 
I have thought this question out, and I know of no prac- 
ticable way in which full co-partnership can be obtained in 
the railway service. It is so simple, you know, to say: 
‘Let us have some form of co-partnership.’’ When you 
ask: ‘‘ What form? then the advice is apt to fail, and, so 
far as I know, up to now it is an insoluble question in the 
railway service. 

One gentleman asked me where his money was. Of course, 
I am a stockholder, and all the directors are stockholders. 
Every director has to hold a certain amount of ordinary 
stock. We are all stockholders, and the money is in the 
railways. You may think it is in an engine, or in permanent 
way, or in stations, but anyhow that money was originally 
used for the building of the railway. There is nothing 
further that can be said about it. I am amazed that any 
one stockholder could come here and ask the question: ‘‘ Are 
directors stockholders? I thought that everybody knew 
that he cannot be a director without holding stock at least 
to the amount of £3,000. Directors do frequently hold other 
directorships, and I should be very sorry to see a board 
which was wholly composed of men who held no director- 
ship other than that on the railway board; it would show 
that you had not got hold of all the best men that could be 
found in the various industries throughout the country in 
which we are interested. 

I could not follow something about the building of some 
shed 27 years ago, which was some 12 years before the com- 
pany came into existence. Then a lady asked me about the 
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directors’ work. I am afraid I cannot put that into hours 
per day. The Chairman gives practically the whole of his 
time to the railway. The directors vary; some of them are 
doing work almost daily, and some who live at a greater 


distance are only directly engaged in the work when they 
come to the board meetings and committee meetings held 


once @ month, They attend the local boards four or five 
times a year and a host of joint committees. To try to put 
it all into hours would be a hopeless job. In the year in 
my judgment the directors do, I am not going to say ‘‘ valu- 
able,’’ because that is for you to say—but they give a great 
many hours in the year to the work which they have under- 
taken. 

With regard to the suburban rolling stock, I do not 
pose we are building new suburban rolling stock at the 
moment, apart from the new electric stock. The new elec- 
tric stock will not, of course, be of any use until the lines 
are electrified. I daresay within something like a year, we 
may begin to see some results from the work of electrifica- 
tion which is going on there. 

Then a gentleman asked me if I could give him any h /pe- 
ful results of nationalisation in other nations. Just let me 
say this: Definitely you will not find anything I have ever 
said or written in these last few months favours what you call 
‘ nationalisation.’’ What I have said was this, that, if any 
time the Government of this country proposed to purchase 
the railways, then, provided we get fair terms, I do not 
think the stockholders would oppose. I have advocated the 
point of having all the railways and road traffic, perhaps, in 
one hand, but not in the sense of nationalisation in which 
the railways and the roads would be managed by a Parlia- 
mentary committee. That is not in my mind at all, and 
I have never uttered it, and the word “ nationalisation ”’ 
put into my mouth in this connection is generally entirely 
misleading. . 

It rather astonishes me that some shareholders will come 
here and ask us to incur expenditure; I thought shareholders 
were rather asking us not to spend quite so much money. I 
admit that we have still a good many stations to overhaul, 
and I know there is reason for overhauling the station down 
at Great Yarmouth. That will come in its turn; we have 
not forgotten it; but it is a matter of hastening somewhat 
slowly. 

A more extravagant suggestion is that we should build a 
bridge across the Humber and take our trains for Hull along 
the line from Peterborough towards Grimsby. I am not an 
engineer, but I have had some experience ‘of what bridges 
have cost, and the cost of strengthening lines up to the stan 
dard of our main line, and I think that probably a scheme 
of this kind would cost about £25,000,000, and we are not 
going to contemplate any such scheme. 

Somebody suggested that last year I was an optimist, and 
he is not quite sure whether or not I am an optimist now. 
Last year I told him just the same things as I have told 
you today—that is to say, the truth, as I believe it, and, 
if it appears to make me an optimist at one time and a 
pessimist at another, that is not my fault. I am trying to 
tell you the facts of the situation, as I see them from time 
to time. 


sup- 


We have discussed this question, of course, of special cheap 
fares to shareholders over and over again, and I have ex- 
plained over and over again why this policy cannot be 
adopted. I will put only this one point: How ridiculous it 
is, really, to say that a shareholder, qualifying under this 
scheme, who lives, we will say, at Welwyn Garden City, 
should have the privilege, and another shareholder, holding 
the same amount of money in the same stock, who lives at 
Slough, not on our line, would not have the privilege. That 
is one indication of how impossible it is to apply a scheme 
of that sort. : 

1 think, gentlemen, that really deals with all the questions 
which were put to me. With that, I will now ask you 
to vote for or against the motion which I submitted: ‘‘ That 
the report of the directors with relative statement of accounts 


for the year ended December 31, 1937, be received and 
adopted.”’ 

The resolution was carried. 

The Chairman: I now move: ‘‘ That dividends be now 
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declared in terms of Account No. 9 headed ‘ Proposed Ap- 
pro} riation of Net Revenue ’; that the dividends be payable 
(under deduction of income tax) less (1) the amounts paid 
is interim dividends appearing in Account No. 9 (a) headed 
‘Statement of Interim Dividends Paid ’; and (2) the balance 
paid on February 15 last of the dividends on the first and 
second guaranteed stocks—by Warrants on March 10 to the 
proprietors registered in the books of the company at the 
close of business on January 27, 1938, and that warrants 
be sent by post on March 9.’’ 

Sir Murrough J. Wilson: I beg to second that resolution. 

rhe resolution was put to the meeting and declared carried 
unanimously. 

The Chairman: I have now to inform the meeting that, 
in accordance with the provisions of the Railways Act, 1921, 
and the North Eastern, Eastern, and East Scottish Group 
Amalgamation Scheme, 1922, the following directors retire, 
ind being eligible offer themselves for re-election: The 
Rt. Hon. Lord Balfour of Burleigh; Sir Charles C. Barrie, 
K.B.E., M.P.; A. Harold Bibby, Esq., D.S.O.; Oliver R. H. 
Bury, Esq.; Major W. H. Carver, M.P.; Sir Christopher T. 
Needham; Sir Gerald F. Talbot, K.C.V.O., C.M.G. I move 
that these gentlemen be, and they are hereby re-elected 
directors of the company. ; 

Sir Murrough J. Wilson: I beg to second that. 

Che resolution was put to the meeting and declared carried 
unanimously. 


[he Chairman: I have now to inform the meeting that 
Sir W. Harry Peat, K.B.E., F.C.A., one of the auditors, 


retires and being eligible offers himself for re-election. 

Mr. Maurice Chapman: Mr. Chairman, my Lords, ladies, 
and gentlemen, I have much pleasure in proposing that 
Sir W. Harry Peat, K.B.E., F.C.A., be and he is hereby 
re-elected an auditor of the company. 

Mr. W. E. Sutcliffe: I have pleasure in seconding that 
resolution. 

rhe resolution was put to the meeting and declared carried 
unanimously. 

The Chairman: Then I have to inform the meeting that 
approval of the proprietors is required of the agreement, 
dated April 20, 1937, for the sale to the Tyne Improvement 
Commissioners of the company’s Tyne Docks Undertaking, 
ind to move “‘ That the agreement, dated April 20, 1937, 
entered into by the company for the sale to the Tyne 
Improvement Commissioners of the company’s Tyne Docks 
Undertaking now submitted be approved.’’ You will wonder 
why this comes up again this year; you approved of this 
year. It is one of those little technical things which 
now and then lawyers discover seem to be lacking in a title, 
ind, to satisfy the Tyne Commissioners, we have to ask 
for the approval again of this meeting to the agreement then 
made. It makes no change to us, but it assists them to 
secure their title. 

Sir Murrough J. Wilson: I beg to second that resolution. 

The resolution was put to the meeting and declared carried 
unanimously. 


SPECIAL GENERAL (WHARNCLIFFE) MEETING 

The Secretary (Mr. P. J. Dowsett) read the 
vening the meeting. 

Mr. Hyde C. Burton: I asked your ruling as to whether 
I could put a resolution to the meeting. 

The Chairman: I am so sorry; I had forgotten that. 
Notice of a resolution of that kind has to be given in the 
notice calling the meeting; it is not ordinary business. 

It is necessary to promote this Bill in order to obtain 


last 


notice con 


power to close the public road level crossings on the 
Loughton Epping and Ongar branch railway, electric 


traction on which cannot be operated until the level cross- 
have been eliminated. Alternative means of crossing 
the line are to be provided by arrangement between the 
Minister of Transport, the Essex County Council, the local 
iuthorities concerned and the company. The opportunity 
f the present promotion has been taken to include various 
‘ther powers required for the improvement of the company’s 
lines, including powers for the making of running loops 
on the Great Central Section between Woodford & Hinton 
and Nottingham, alterations to bridges in connection with 
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electrification, and the acquisition of lands at various places 
for additional siding and other accommodation. 

In addition to the powers included in the Bill as deposited 
in Parliament, permission has been given to include in the 
Bill by way of Additional Provision power to construct a 
short railway in Northumberland making a direct connection 
between the Rising Sun Colliery at Wallsend and the com- 
pany’s Northumberland Dock branch. 

I move that the following Bill, which has been introduced 
into Parliament, intituled: ‘‘ ‘ A Bill to empower the Lon 
don & North Eastern Railway Company to widen certain 
of their railways; to construct other works in connection 
with their undertakings and to acquire lands; to confer 
further powers on the company; and for other purposes ' 
which is now submitted, be and the same is hereby approved 
subject to such conditions, alterations, and variations as may 
be determined by the directors and as Parliament may think 
fit to make therein.’’ 

Sir Murrough J. Wilson: I beg to second that resolution. 

The resolution put to the meeting and declared 
carried unanimously. 

Mr. Miller proposed a vote of thanks to the Chairman, 
and thanked the directors for their attention to the business. 

Mr. Leather seconded the resolution, saying they were 
glad to see that this was the best balance sheet for the 
last seven years, and they hoped that the next seven years 
would show a very marked improvement on the last seven. 
He, as a stockholder in all the four companies had always 
regarded the Chairman as the bulwark of the four com- 
panies to protect the interests of the shareholders. He 
would give one word of warning, whether they were direc- 
tors or officials who dallied with the idea of nationalisation : 
only quite recently 20 high officials of the Soviet Republic 
were shot for departmental services. He wanted them to 
bear that side of it in mind. 

The resolution was carried, and the proceedings then 
concluded. 


was 


The L.N.E.R. in 1937 


The following is the Chairman’s review of the L.N.E.R. 
Company’s business during 1937 :— 

The gross revenue secured during the year has shown im- 
provements in every department and, but for large increases 
in salaries and wages through the award of the Railway Staff 
National Tribunal in August last, in the cost of coal, iron, 
steel, and all electrical equipment, and, indeed, of all the 
stores and materials required in the railway service, the finan- 
cial results of the year’s working would have been much better 
than the accounts disclose. Generally speaking the year 1937 
has seen a continued expansion of business activity, which in 
some important industries has exceeded the 1929 level. Re- 
ceipts from all classes of traffic have increased over those of 
1936, but are still below those of 1929. The following table 
illustrates the position :— 


All 
an = .. merchandise Coal and ae 
Passenger anh te past lotal 
stock 
£ £ £ £ 
1929 19,097,000 21,853,000 14,132,000 55,082,000 
1936 16,970,000 17,226,000 12,305,000 46,501,000 
1937 Ee .. 17,625,000 17,898,000 13,174,000 48,697,000 
Increase 1937 com- 
pared with 1936 +655,000 +672,000 -+869,000 +2,196,000 
Decrease 1937 com- 2 
pared with 1929 1,472,000 — 3,955,000 —958,000 —6,385,000 


The improvement in passenger traffic recorded in recent 
years has continued, but its volume is still 6-07 per cent. 
below the 1929 level. While the development of road trans- 
port, both by public service vehicle and by private car, has 
caused a substantial loss of railway traffic, particularly for 
short distances, there has been over recent years a marked 
increase in long distance travel, fostered by cheaper fares 
and better facilities. The popularity of monthly return 
tickets and of special excursion arrangements, such as even- 
ing excursions and weekly holiday season tickets, has con- 
tinued to increase. The total number of passenger journeys 
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(excluding season tickets) increased over 1936 by 7,315,553 
or 3°54 per cent., and on a comparable basis the increase in 
passenger engine mileage was 1-62 per cent. The increase in 
the volume of merchandise is largely attributable to the im- 
provements in the heavy industries. The production of steel 
at 12,964,000 tons was a record, and the production of pig 
iron at 8,496,600 tons was the highest since 1918. Shipbuild- 
ing also showed a marked recovery. In 1933, which was the 
worst year for shipbuilding for nearly half a century, only 
108 merchant vessels of a tonnage of 133,000 were launched. 
In 1937 the launchings were 309 vessels of 921,000 tons. The 
coal mining industry has benefited from the expansion in 
industrial demand, especially for iron and steel manufacture, 
and the home consumption of coal in 1937 was approximately 
183 million tons, the highest figure since 1917. The export of 
coal at 56 million tons was 6 million tons better than the low 
figure for 1936. This welcome increase was due in consider- 
able measure to the re-opening of the coal trade with Italy 
and the increased demands from France. The total tonnage 
of freight traffic carried increased over 1936 by 5,972,429 tons, 
or 4-60 per cent., and on a comparable basis the freight 
engine mileage increased by 3-62 per cent. 


Loading of Streamlined Trains 


The Silver Jubilee continues to run with admirable punc- 
tuality; the demand for seats is so constantly in excess of the 
supply that one extra carriage is being added to the train. 
The Coronation, which makes the journey of 392 miles be- 
tween King’s Cross and Edinburgh in 360 minutes, com- 
menced running in July. On the up journey the loading is 
satisfactory, being assisted by the stop at Newcastle; in the 
opposite direction there is room for improvement as between 
York and Edinburgh. Measures for improving the loading 
are under consideration. The West Riding Limited, which 
runs between London and Leeds and Bradford, has proved 
successful, though its running has been adversely affected by 
the reconstruction of the Calder bridge near Wakefield. The 
policy of accelerating passenger train services has been 
steadily pursued, and a considerable number of additional 
express trains has been introduced. A notable case is the 
East Anglian, which runs between London and Norwich, with 
a stop at Ipswich, in 2 hr. and 10 min. Additional trains 
have also been introduced to cater for increasing holiday 
traffic, mainly at weekends in the summer. Of our total 
daily scheduled mileage by passenger trains, more than 6,000 
miles are booked at over 60 m.p.h., and more than 600 miles 
at over 70 m.p.h. 


Enterprise Increased Since Pooling 

When, a few years ago, the pooling of competitive traffic 
was adopted as a policy by our own and the London Mid- 
land & Scottish and Great Western Companies, some alarm 
was expressed among both traders and the travelling public 
as to the result, the fear being expressed that the with- 
drawal of competition would reduce efficiency of the service. 
This was never intended by the companies, which always 
believed that the elimination of competition would still 
leave ample room for rivalry in traffic facilities. | These 
high-speed trains are examples of enterprise in the passenger 
department, on the part of the company, much in advance 
of anything attempted before the pooling policy was adopted. 
A word of warning must be written in case some may con- 
elude that to have similar super-express services’ to and 
from their own stations is only a matter of time. Such 
special services make so great a demand on the occupation 
of the line that their number must be limited, and any 
considerable extension of them would seriously interfere 
with much of the ordinary passenger and freight traffic. 
They require permanent way not only of the highest class, 
but one which is not cumbered with curves and coal work- 
ings under the line. Today the Silver Jubilee and Coronation 
trains have to reduce speed to under 20 m.p.h. at more than 
one place on account of curves, though they can tackle 
steep gradients at over 60 miles per hour. A similar story 
has been told regarding the carriage of freight. Recognising 
the force of the demand of traders for more rapid transport 
of their merchandise the railway companies have extended 
the plan of running fast braked train services, giving an 
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over-night service from start to finish for distances of over 
500 miles. Braked train mileage on our company has been 
doubled in the last five years. The acceleration of pas. 
senger services and the introduction of high-speed trains is 
reflected in a continued improvement in train-miles per train- 
hour. It is noteworthy that this improvement has been 
continuous since 1925, when the number of train-miles per 
train-hour was 13-33. The figure in 1937 was 14-37, an in- 
crease of 8 per cent. 


Economical Freight Working 

Freight train operation showed a falling off in the average 
rate of movement on account of the heavier line occupation 
resulting from increased traffic and the predominant increase 
in mineral and coal class traffics. On the other hand, the 
average wagon load and the average freight train load were 
the highest since 1929. Net ton-miles per total engine-hour 
have risen to 516-94, representing an increase of 5:11, or 
one per cent. over 1936, being the highest figure attained 
by any company since amalgamation. A continued drop in 
freight shunting-miles per 100 train-miles represents a further 
economy in operation. The modernisation and improve 
ment of both passenger and freight rolling stock have con- 
tinued; the demands of the public for comfort, and of 
traders for suitable vehicles for the carriage of freight, must 
be met if we are to succeed not only in maintaining our 
rail traffic but also in winning back much of the business 
which is at present passing by road. A feature which has 
been developed is the provision of special wagons for par- 
ticular traffics, such as wagons for the conveyance of com- 
modities in bulk. Among these may be mentioned bulk 
grain wagons, alumina wagons, and tank wagons for milk, 
oils, and acids. In the last five years the stock of con- 
tainers has been doubled and their loadings have been nearly 
trebled. 

Apart from expenditure under the Passenger Duty Scheme 
and the Development (Loan, Guarantees and Grants) Act, 
1929, the expenditure on schemes authorised by the directors 
in former years and reported on by the Accountant in 1937 
amounted to £458,606. The savings in annual expenditure 
accruing from their adoption reached the sum of £66,915; 
the additional revenue obtained from them totalled £54,989. 
Taking the actual savings and additional net revenue 
together the total net revenue secured has been £121,904, 
equal to 26} per cent. on the cost. Since the inception of 
the company in 1923, until December 31, 1937, 2,262 such 
schemes have been carried out and reported upon; the total 
expenditure incurred has amounted to £5,320,000; the sav- 
ings in annual expenditure and the additional net revenu 
arising from them reached £1,562,000, equal to 29-3 per 
cent. on the cost. Good progress has been made with the 
works provided for under the Railways (Agreement) Act, 
1935; in view of the increased costs of materials and wages 
since the original estimates were made, certain of these works 
have been postponed. The difficulty of securing delivery 
of the iron and steel required may delay the completion of 
certain of the schemes, but there appears to be some pros 
pect of better deliveries being obtained during the current 
year. All these schemes are calculated to yield a return 
greater than the service of the capital, although in some 
cases the profit will be difficult to assess. 

Benefit from Industrial Development 

Definite evidence of industrial development is shown by 
the number of inquiries received for information relating to 
factory sites and premises in the company’s territory. Use- 
ful assistance has been given to manufacturers in search of 
new sites and, in a number of cases, arrangements have been 
successfully completed for the establishment of new busi- 
nesses or the extension of existing industries. The following 
extract from the Newcastle Chronicle’s Industrial Review for 
1938 gives promise of still further improvement of trade in 
the North-East of England, where our company has such im- 
portant interests :— 

New factories and plants built or opened during 1937 include 
four new coal and coke by-product plants costing {1,170,000 and 
a £100,000 steel tube works at Jarrow with other steel works to 
follow in the same town; a £400,000 ordnance factory at Birtley, 
several large brick works, two lead mines, the largest aluminium 
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furnace in the country at South Bank, a £30,000 cable works at 
Durham, a £60,000 ice-factory at North Shields, a £400,000 mill for 
Messrs. Spillers on Newcastle Quayside. Light industries estab- 
lished included a £15,000 tin box factory, two oxygen producing 
companies, and, of course, the factories at the Team Valley Trading 
i:state, now employing several thousand people. Manufacturers in 
the United Kingdom have discovered for themselves that here in 
the North-East, generally, and on Tyneside in particular, is a ready- 
made market where they can obtain the best of craftsmanship for 
their products and where, at the same time, they can find expanding 
possibilities. The outlook for the future is good because it is on 
sounder premises than in some earlier boom periods. There is 
absolutely no indication of any dropping away in the number and 
juality of new industries being founded on Tyneside and in the 
North-East. 

The whole question of industrial development in relation to 
the company’s business is one which is receiving special 
ittention. 

The total L.N.E.R. investment in associated omnibus com- 
oanies at the end of 1937 was £2,398,201. The dividends 
and other sums received during the year amounted to 
£282,944, as compared with £232,201 in 1936; this represents 
. return on the investment of 11-8 per cent., being 2 per 
ent. higher than in 1936. In addition, the net savings and 
i.dditional revenue accruing to the company as a result of 
losing branch lines, reduction of train services and co- 
ordination arrangements with road transport operators, now 
imount to over £108,000 a year. The amount invested in 
ompanies engaged in the conveyance of parcels and freight 
traffic by road is £630,548; dividends and other sums received 
by the company amounted during the year to £37,590, 
equivalent to a return of 5-96 per cent. as compared with 
5-69 per cent. in 1936. 

Canvassing for Traffic 

The canvassing organisation of the company, especially for 
agricultural business, has been widely extended and is pro- 
ducing valuable results. A railway company can no longer 
wait for farmers to send their produce to the railway station, 
but must keep in constant touch with them and offer them 
facilities which a few years ago were unheard of. The areas 
of collection and delivery have been further extended, and 
in many country districts motor services are now provided 
between outlying villages and the railway stations. The in- 
crease in the volume of traffic requiring cartage has necessi- 
tated further additions to the company’s fleet of motor 
vehicles. Improvements in the cartage arrangements have 
also been effected by further schemes for the replacement of 
horses by motors. The objective in this connection continues 
to be the best possible use of the combined facilities of rail 
and road, and an increase in the proportion of traffic to which 
delivery is given on the day following despatch. At Decem- 
ber 31, 1937, the fleet of goods and parcels motor vehicles 
numbered 3,532, compared with 3,249 at the close of 1936. 
At the close of the year the number of horses employed on 
cartage work was 2,193 compared with 2,372 at the end of 
1936. Experiments are continuing with a_ lightweight 
mechanical horse which, if successful, will enable further pro- 
gress to be made in the reduction of horse cartage. These 
developments have naturally caused a substantial increase in 
expenditure in our collection and delivery account. There 
is also an increase in the debit balance owing to the fact 
that, although our motor fleet has been going farther afield 
for traffic, it has not been possible to increase the charges 
on that account. The policy has, however, been fully justi- 
fied by the additional business secured. 


Road Competition 

Competition with road haulage companies remains un- 
abated, and the railways today are still handicapped in the 
profitable working of their undertakings by the inadequate 
regulation of the carriage of goods by road. In particular 
the wages paid in the road haulage industry are in many 
cases too low, and road hauliers are still free to quote secret 
and indiscriminate rates. The question of wages has been 
dealt with in the report of the Baillie Committee, and it is 
hoped that, as foreshadowed in the King’s Speech, the re- 
commendations will soon be given effect to by legislation. 
The control of road rates has recently been considered by 
the Transport Advisory Council, and a remarkable amount 
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of agreement has been reached, not only between rail and 
road interests but also with other forms of transport and the 
trading, labour, and other interests represented on the council. 
It is the unanimous view that, as a first essential, machi- 
nery should be set up to fix and enforce the observance of 
fair wages and conditions of labour by road hauliers. It will 
then be possible to set up an organisation which will stabilise 
rates for road haulage on conditions of non-discrimination 
and which will require their publication and enforce their 
adoption. Once the necessary legislation has been passed it 
will be possible for rail and road interests to come together 
with the object of settling their differences and building up 
a co-ordinated system of transport. The railway companies 
are willing to play their part in establishing co-ordination 
on fair terms, but failing the passing of the promised Bill 
they are bound to fight with all their resources against 
having their traffic filched from them under the present con- 
ditions, in which they themselves are controlled and scrupu- 
lously observe the law, whilst road hauliers are inadequately 
controlled. Many of them have no realisation of their respon- 
sibilities as a public service, and conduct their business with- 
out proper regard to the interests of their employees or the 
safety of the public. 
Wage Claims 

During the year extensive claims were made by the railway 
trade unions for improved conditions; these were strenuously 
opposed by all the companies. The decision of the Railway 
Staff National Tribunal (successor to the National Wages 
Board) was issued in August last. By it the former deduc- 
tions from salaries and wages were wholly restored and 
certain modifications of overtime rates and Sunday conditions 
of labour were made, which have cost the company during 
the last year £326,000, and will cost over £1,000,000 in a 
full year. Other claims were made by some of the unions, 
which would in the estimate of the companies, if added to 
the concessions given, have amounted to £49,000,000 a year. 
The National Tribunal expressed its views thereon in the 
following terms :— : 

Without accepting this figure as an exact estimate, it is obvious 
that the larger claims presented to us would, in their direct and 
indirect consequences, involve such a cost as to be completely 
outside the range of possibility. To place them in their perspective 
it is only necessary to remark that all the earnings of the railways 
would not suffice to meet the cost of claims involving an expense of 
over £40,000,000, even if all classes of investors, including debenture- 
holders, were deprived of the whole of their interest and dividends. 

At the annual review of standard charges and exceptional 
charges in June, 1937, the railway companies informed the 
Railway Rates Tribunal that in their view the improvement 
in the general economic and industrial conditions of the 
country justified an increase in railway charges, and sug- 
gested that a general increase of 5 per cent. would bring 
them nearer their standard revenue. After a full hearing 
the tribunal gave effect to these proposals in their judg- 
ment, and the increase came into operation on October 1. 
Obviously there is much difficulty in tracing the extent to 
which this increase has actually affected the revenue of the 
company, and probably the higher rates will have to be in 
force for twelve months before any reliable estimate can 
be made. 

In the review last year, the statement was made that it 
was not possible to express a final opinion as to the effect 
of the new organisations for the sale of coal. That cannot 
be said now, as the effect has clearly been to add materially 
to the cost of our locomotive coal. During the year 1937 
the increased price of coal for locomotive purposes cost the 
company £203,750, which is more by £38,000 than is re- 
quired to pay } per cent. on our second preference stock. 
The directors have now no opportunity of negotiating prices 
with colliery companies upon a competitive basis, and are 
required to pay such prices as they may be able to arrange 
with the central selling agencies. An extra shilling per ton 
in the price of coal costs the company about £225,000. 


Increased Steamship Traffic 


Our steamship account again shows an improvement with a 
credit balance of £49,027, which is £28,309 greater than in 
1936. An increase of £58,908 in receipts was mainly due to 
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a Substantial improvement in passenger traffic via Harwich, 
while expenditure was £30,599 higher, mainly on account of 
increases in the cost of coal and in maritime rates of pay. 
The number of passengers carried by our Harwich services 
was 10-9 per cent. more than in 1936 and almost as great 
as in 1930, the record year. Cargo carryings also improved 
to a moderate extent, but were still at a relatively low 
level. The programme of week-end cruises by ss. Vienna 
again proved popular, and special cruises by the Vienna and 
Amsterdam to Spithead for the Coronation Naval Review 
were fully booked. The Harwich-Zeebrugge train ferry has 
continued to give satisfactory results, and new traffics have 
been successfully developed. At the same time the Humber 
Continental services, in which this company is interested, 
have been efficiently run by Associated Humber Lines, and 
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substantial economies have been achieved in the face of keen 
competition. 

As regards other ancillary businesses, the dock accoun 
shows an increase in gross receipts of £59,016 and in net 
receipts of £64,205, in spite of the fact that we had dis- 
posed of Tyne Dock as from April 30, 1937. The increase in 
the coal export trade, particularly through the Humber, 
contributed largely to the improved dock receipts, apart from 
the general upward trend of import and export business. 
Our hotels account showed an improvement in gross receipts 
of £120,421; expenditure increased by £119,108, mainly due 
to higher price levels, so that the net receipts were up by 
only £1,313. The policy of modernising our hotels has been 
pursued, and the work now in progress on the West Hartle- 
pool and Saltburn hotels will complete the programme. 








GREAT SOUTHERN RAILWAYS COMPANY, EIRE 


Burden of rising costs—Lower merchandise receipts—More tourist 


publicity—* Save to Travel”? scheme 


[The annual general meeting of the Great Southern Rail- 
ways Company was held at the Gresham Hotel, Dublin, on 
March 4, Sir Walter Nugent, Bart., D.L., Chairman of the 
company, presiding. 

The Secretary, Mr. H. 
vening the meeting. 

[The Chairman said: Ladies and gentlemen, our annual 
report, which you all have before you, will give you in 
statutory form the present conditions of your company’s 
business, which I propose now more fully to explain. 
Though we have been able to pay in full the 4 per cent. 
dividend on the guaranteed preference stock, there are again 
no dividends available for the preference and ordinary share- 
holders. 


Stewart Coe, read the notice con 


Poor Trade Affects Merchandise 

[he trading conditions during the past year were on the 
whole disappointing. Early in the year we had every reason 
to hope for and expect more satisfactory results, but the 
actual diminution of the balance available for dividends by 
£75,424, below 1936, is due to forces absolutely outside our 
control. The greatest decrease is shown under the heading 
of merchandise. Trade was adversely affected for many 
months by the builders’ strike, which interfered more or less 
with every branch of the company’s business. The beet 
crop also was not up to the usual high standard, and our 
receipts for haulage under this heading were considerably 
below the average. The improved price for live stock to- 
wards the end of the year came too late to influence receipts 
to a great extent, and the number of cattle shipped was con- 
siderably below our estimate. The Great Southern Rail- 
ways Company actually carried 175,077 less live stock in 
1937 than in 1936. 

Notwithstanding these drawbacks, our net receipts would 
not have varied much from last year’s figures—or from our 
estimate—were it not for increased labour, and other costs, 
which could not have been foreseen. We have never taken 
a non-possumus attitude towards the restoration of wages 
cuts—or even to a reasonable increase in the general level of 
when improved railway receipts made that possible; 
but we have pressed the claims of the shareholders, who have 
suffered even greater losses, to participate at least propor- 
tionately in any improved earnings or increase of net revenue. 
In this context it must also be borne in mind that share- 
holders in Irish railways are, for the most part, very poor 
people whose all was invested many years ago in an enter- 
prise which was then considered a perfectly safe investment. 


wages 


Increasing Costs 
Now to deal in detail with increased expenditure, over 
which we had no control. Increased cost of wages and 
materials came to £122,544, made up as follows: increase 
of wages £64,394, and £58,150 for materials (£12,000 of 
which was due to increased cost of petrol). When it is 
realised that the position was further aggravated by a re- 





Increasing patronage of buses 


duction of £60,939 in railway receipts, making in all unfore- 
seen liabilities and loss under these two heads of £183,000, | 
think you will appreciate the work the directors have done, 
in securing such further all-round economies as have reduced 
the net figure to a decrease of only £75,424 compared with 
the year 1936. Additional labour costs may be summarised 
as follows :— 
Due to Legislation : 


Conditions of Employment Act 
Widows and Orphans Pensions Act 


£30,700 per annum 
£12,000 per annum 
Direct Increases of Wages 
1936 over 1935 
1937 over 1936 


£59,750 
£64,394 


£166,844 per annum 


Higher Rates Granted 


I regret to say that costs of both material and labour are 
still rising, and as the quantum of work on the maintenance 
and renewal of the line and rolling stock cannot be reduced 
it is obvious that these additional costs must either be met 
out of increased receipts, or will still further reduce our 
meagre profits. For this reason the company applied to the 
Railway Tribunal for permission to increase all rates, fares, 
and charges by 5 per cent. The case presented by the com- 
pany was supported by facts and figures which left no doubt 
in the mind of the tribunal as to the essential necessity of 
increased revenue, and the company’s application was granted 
in full. Unless trade improves, however, net revenue will 
not benefit to any extent, as the increase derived from the 
5 per cent. advance in rates will be absorbed in working 
costs. 


Traffic from New Industries 


Now let us turn to gross receipts. It is instructive to note 
that in 1932, which was the first year of the emergency and 
retaliatory tariffs between Great Britain and Ireland, our 
receipts fell £444,687. As against this loss there 
must, of course, be taken into account the additional revenue 
which we have derived from traffic in connection with vari- 
ous new industries, the establishment of which has consider- 
ably improved the internal trade of the country. Gross rail- 
way receipts, as you know, are usually accepted as an indi- 
cation of trade conditions generally, and it is not unreason- 
able to hope that if the negotiations now in progress between 
Great Britain and Eire are brought to a successful conclusion 
the external trade of both countries will benefit largely, and 
railway shareholders on both sides of the channel may ex- 
pect to benefit proportionately. : 

I will deal now more particularly with the figures in the 
repott. The gross receipts from the whole undertaking, in- 
cluding railway and road services, canal, docks, and hotels 
were £4,329,326, a decrease of £37,597 below 1936. The 
expenditure under the same heads was £3,924,660, an in- 
crease of £29,989 over 1936. The net receipts from all these 
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services, therefore, were £404,666, or £67,586 less than -in 
1936. The total net income for the year, after the inclusion 
of miscellaneous receipts from rents, interest, &c., was 
£446,351, or £62,441 less than last year. 


Railway Traffic Receipts 


Railway traffic receipts show a total decrease of £60,939 
of which £7,914 is due to passenger train traffic, and £52,485 
to goods train traffic. The prolonged dispute in the building 
trade, already referred to, lasting over six months of the 
vear, had a detrimental effect on our revenue, especially as 

occurred at a period of the year—April to September— 
when building operations should be at their peak. 

A change in the grain policy of the Government, entailing 

ss conveyance of grain to millers, also had an adverse effect 
on our business, and we conveyed 40,000 tons less grain and 
19,000 tons less flour and ‘bran, &c., than in the previous 

ear. 


Increased Excursion Travel 


[The total number of passengers carried on the railway was 
8,005,264, a decrease of 311,695 in numbers, and £5,671 in 
money below 1936. The increasing number of private motor- 

irs is having an adverse effect on our passenger train re- 

venue—3,651 more private cars were licensed in 1937 than in 
1936. The receipts from our special excursion traffic were, 
however, well maintained and even improved. Excursions 
of all kinds produced receipts amounting to £88,810, as 
against £76,731 in 1986—an increase of £12,079. 

Recent legislation introduced and passed by our own 
Government now affords large numbers of industrial workers 
holidays with pay. This should have a beneficial effect on our 
passenger revenue, and with a view to encouraging holiday 
travelling either by individuals or large groups, we have 
decided to inaugurate a ‘‘ Save to Travel ’’ scheme, which 
will enable workers to pay for their railway tickets by easy 
ind gradual instalments. 


Hotels Department 


The receipts of the Hotels Department amounted to 
£136,623, showing an increase of £9,625 over 1936. Expen- 
diture increased by £8,879, and the net receipts were £14,770 
compared with £14,024 in 1936. Continued rise in the prices 
of commodities imposed additional costs for food and equip- 
ment. Many improvements have been carried out in the 
hotels, and these have been paid for out of the gross receipts 
of hotels and kindred services. 


Attractions for Tourists 


Here I would like to refer once more to the ever increasing 
number of tourists who visit our shores every year. I still 
feel that these numbers could be vastly increased, if the 
attractions Ireland now has to offer were better known. 
During recent years improvements have been made in our 
roads and hotels; the transport system which a few years ago 
was in a chaotic state has now been welded into one com- 
prehensive whole. Every facility is now available for tour- 
ing the country by road and rail; combined transport and 
hotel tickets are available, and private buses can be hired 
at reasonable rates. 

This year we propose making further special efforts both in 
the United States and Great Britain to advertise and illus- 
trate this branch of your company’s business, and I have no 
doubt that the result will be to bring a still greater number 
of visitors as well as increased receipts. We have signified 
to the Government our willingness to further the interests 
of the Great Southern Railways by participating in the Irish 
Section of the International Exhibition in New York in 1939. 


Permanent Way Department 
The total expenditure in the Chief Engineer’s Department 
on permanent way and works (excluding maintenance of 
signals and telegraphs) was £477,528, an increase of £28,721 
over 1936. The increase is due to the higher costs of labour 
and materials already referred to. During the year a total of 
374 miles of track was relaid, and, in addition, 374 miles of 
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re-sleepering was carried out, compared with 31} miles of 
relaying, and 38? miles of re-sleepering in 1936. 

An increase of £8,493 is recorded under the head of stations 
and buildings, but, again, the additional expenditure. was 
largely due to the increased cost of wages. Westland Row 
station buildings and roof were completely repainted and 
renovated, and certain improvements were effected for the 
convenience of the travelling public. The Westport-Achill 
branch was closed, with the consent of the Minister for In- 
dustry and Commerce, and adequate passenger and freight 
road services have been substituted. 


Modernised Rolling Stock 


Further progress has been made in the modernisation of 
passenger rolling stock, and the building of modern carriages 
comfortably equipped and heated will be further accelerated 
as soon as funds allow. During the year, eight main-line 
steel-panelled carriages have been completed in the com- 
pany’s works at Inchicore. One of these has been equipped, 
experimentally, with the latest air-conditioning method of 
heating and ventilating. 

In addition, our works have turned out 12 goods con- 
tainers for the better conveyance of goods by rail; two: oil 
gas tanks; 38 omnibuses; 58 goods lorries; four newspaper 
vans; 20 sets-of creels for motor lorries; 25 horse-drawn 
vehicles. There are at present under construction in our 
works for completion during 1938: 500 railway wagons; three 
heavy main-line passenger locomotives; four bogie coaches 
(for Drumm trains). 


Signal and Telegraph Department 


The company’s signalling, telegraphs, signal cabins, level 
crossing gates, station and garage electric lighting have been 
well maintained, and colour-light signalling has been intro- 
duced between Lansdowne Road and Dun Laoghaire. Elec- 
tric lighting has been installed at eight stations during the 
year, and a new electric crane has been erected at Rosslare 
Harbour. During 1938 a new central signal cabin with all- 
electric apparatus and modern colour-light signalling will be 
provided at Kingsbridge. This will enable four existing 
signal cabins to be dispensed with, and will result in economy, 
coupled with more expeditious and safer handling of traffic. 

As I have already indicated, 1937 was remarkable for steep 
increases in prices of all stores and materials, and~ these 
increases were accompanied by a marked stringency of avail- 
able supplies. Prices averaged 23 per cent. more than in 
1936. Materials valued at £1,043,000 were issued from our 
Stores Department during the year. Sale of scrap metal at 
£35,000 realised £8,000 more than in 1936 for practically the 
same quantity. Forward buying of locomotive coal under a 
favourable contract saved us from the large price increase 
ruling in this commodity. Our total consumption for the 
year was 246,000 tons. Our road vehicles used 2,143,000 
gal. of petrol and 113,000 gal. of diesel oil during the year. 


Rising Bus Patronage 


I am glad to say that the popularity of bus travel con- 
tinues to increase and our policy in the early stages of com- 
petition has been fully justified. The number of passengers 
carried on our omnibuses during 1937 has risen by one and a 
half millions to over 25 millions compared with the figures of 
1936. Wages in the Omnibus Department show an increase 
of £11,000. 

Owing to widespread and ingenious evasion of the Road 
Transport Act, this section of our business has been subject 
to much unlawful and intensive competition, although the 
police authorities are doing excellent work in curbing the 
activities of unlicensed road hauliers, who operate in contra- 
vention of the Road Acts, to the serious detriment of busi- 
ness which should rightly be ours, and for which we have 
paid compensation. 


Infringements of Transport Act 


Representations are being made to the Government to in- 
troduce amending legislation which will eventually prevent 
unauthorised haulage either by individuals or by associated 
groups. Unless effective steps are taken ‘to restrict the whole- 
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sale infringement and evasion of the Transport Act, the com- 
pany’s revenue will continue to suffer. Bvy rail and by road 
the company is required to operate at rates of pay and under 
conditions of service which do not even apply to their offi- 
cially licensed road transport competitors, but a still greater 
abuse arises from entirely unauthorised hauliers who also 
employ underpaid and unregulated staff. 

There is also an erroneous impression abroad that this com- 
pany holds a monopoly in road transport merchandise opera- 
tion. Nothing could be further from the truth, as notwith- 
standing the numerous and expensive acquisitions by the 
company, there are still nearly 1,000 road hauliers licensed 
and operating under the Road Transport Act. For the 
reasons stated our road merchandise services are producing 
very little profit under present conditions, but there are 
grounds for hoping that with a more strict application of the 
provisions of the Transport Act—coupled with better rela- 
tions and trading conditions with Great Britain—the profits 
in respect of both rail and road services will show a marked 
improvement on those submitted to you today. 

I have now given you as far as is possible a clear sum- 
mary of the company’s work, and present position, and 
though it is not as bright and hopeful as I would like it to 
be, it is at least accurate and not unduly pessimistic, for we 
all must realise that if grounds, which are still left to us 
for hope, should materialise, Irish railways may expect to 
benefit, as did the railways in Great Britain, by the increased 
money circulation, which increased industrial activity has 
there brought about. 

Before concluding, I am pleased to say that our relations 
with the representatives of the men’s unions remain on a 
satisfactory basis. Though the wages demands which we 
receive are in our view very frequently unreasonable or 
exaggerated, we are always willing to discuss them freely 
and fully, and on more than one occasion in the past year 
we have been able to obviate resort to strike action. Speak- 
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ing generally, I am glad to say that the staffs as a whole 
have earned commendation for their efficiency and energy 
in the discharge of their duties, and I am sure they will re- 
ceive your appreciation and thanks. 


Shareholders’ Remarks 

In the discussion on the Chairman’s speech, Colonel th: 
O'Callaghan suggested that the company had now got a case 
to go to the Government. In the past, in order to provide 
railway transport in parts of the country that could not 
afford to pay for it, the general practice was that ratepayers 
paid two per cent. on the capital and the Treasury paid 
two per cent. At the present moment the Treasury put th: 
two per cent. in its pocket. Was it too much to ask that the, 
should at least contribute £60,000, which would enable 
dividend of two per cent. to be paid on the ordinary stock 
and three per cent. on the four per cent. preference stock: 

The Very Rev. Canon Barrett, P.P., said they should not 
appeal to the Government for a grant but for justice, and to 
be relieved of the rates on the railways which went to pay 
the upkeep of the roads. He suggested that a tax should be 
put on petrol which would relieve the rates. 

The Chairman, answering these and other comments, sai< 
they could not see the Government about anything about 
which it had not already been seen. He then put the motion 
to the meeting. 

Major Henry seconded, and the report and accounts wer: 
adopted, as was the motion for the payment of a dividend ot 
4 per cent. on the 4 per cent. guaranteed preference stock 
for the year ended December 31. 

Mr. R. J. Tracey moved that no fees be paid to the direc 
tors until the ordinary shareholders received a dividend of at 
least 1 per cent. The motion was defeated, and, a ballot 
being demanded, the Chairman declared the meeting 
adjourned until March 18 at Kingsbridge for the purpose of 
declaring the result of the poll. 











BIRMINGHAM RAILWAY CARRIAGE & WAGON CO. LTD. 


The eighty-fourth annual general meeting of the Birming- 
ham Railway Carriage & Wagon Co. Ltd. was held at the 
registered offices of the company, Smethwick, on March 3, 
Mr. Bernard Docker, Chairman of the company, presiding. 

The Chairman, in moving the adoption of the report and 
accounts, said that the profit for the year under review 
amounted to £56,567, or £4,786 more than in 1936. This 
was frankly a disappointment, as a largely increased turn- 
over had given hopes of something better. The reason, 
however, was not far to seek, and could be summarised 
under three headings—low prices, increased wages, and 
shortage of materials. The cumulative effect of these con- 
ditions on the cost of production was a most serious burden. 

Wages increases totalling a very large sum in the aggregate 
had been granted during the year, causing the small margin 
of profit allowed for in quoting prices almost to disappear. 
The shortage of materials, particularly steel, not only 
restricted the company’s output, but completely disorganised 
the programme of production. 

Reviewing the balance sheet, the Chairman said that out 
of the sum available of £66,518, it was proposed to pay 
the following dividends: 6s. per share, less income-tax, on 
the six per cent. preference shares for the half-year ended 
December 31, 1937, amounting to £2,250; 1s. per share, 
or 5 per cent., less income-tax, on the ordinary shares for 


the year ended December 31, 1937, which amounted to 
£37,162, leaving the sum of £27,106 to be carried forward, 
being an increase of £9,724 as compared with the previous year. 
He was pleased to say that the demand from overseas 
markets showed some welcome increase during the past year, 
and the company obtained its share of the orders resulting 
therefrom. He would reiterate, however, that he was more 
than a little apprehensive that, unless a curb was put upon 
the steeply increasing cost of production, it was obvious 
that the handicap from which the company already suffered 
would prove too severe for it to compete successfully against 
foreign manufacturers, whose standards of living were lower, 
and whose hours of labour were longer than in this country. 
The outlook was not without disturbing features, as for 
instance, the uncertain position abroad and the insistence 
of pessimists that trade was bad, or, if not bad, that it 
ought to be. As far as their own company was concerned 
they had the consolation that their order book was fairly 
full and that, without any of the dislocations he had re- 
ferred to, they should look forward to a happier future. 
The Chairman concluded with a grateful reference to 
the ability displayed during a difficult year by Mr. Moyses, 
the Managing Director, who had been supported by a loyal 
and efficient staff. 
The report and accounts were adopted. 








** Duchy of Cornwall ’’ 
On March 3 a pre-view was given in 
London of the film ‘‘ Duchy of Corn- 


wall,’’ produced by Strand Films 
Limited for the G.W.R. 
Major M. J. M. Dewar, Publicity 


Officer of the Great Western Railway, 
explained that the film had been pur- 
posely kept free from direct railway 
advertising. Its intention was to create 
in pictures the attractive individuality 


which Cornwall—possibly because the 
River Tamar so nearly separated it 
from the rest of Great Britain—had re- 
tained through the centuries. He con- 
sidered the film would be very suitable 
for showing on board liners bringing 
visitors to Great Britain, and he hoped 
that opinion would be endorsed by the 
various representatives of shipping 
companies who were among the guests 
of the railway that day. 


‘“ Duchy of Cornwall’’ is in two 
reels, with sound commentary, and is 
available in standard and 16-mm. sizes. 
The time of showing is about 20 min. 
From brief allusions to the legendary 
period of Cornish history, the film pro- 
ceeds to show characteristic aspects of 
Cornish life in modern times, including 
the tin mining and China clay indus- 
tries, sea fishery, and the attractions 
of the Duchy as a holiday centre. 
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THE RAILWAY GAZETTE 


Trials of P.O.-Midi 4-8-0 and Nord 2-10-0 Engines 
on the Est 


Some further remarkable runs have 
been made recently in France by P.O.- 
Midi locomotives that have been rebuilt 
with the Chapelon modifications Of 
the Pacifics rebuilt with the 4-8-0 
wheel arrangement for service over the 
extremely heavy grades of the Tolouse 
main line, No. 240.705 was recentlv 
lent for trial purposes to the Est with 
outstanding results. The Est problem 
much that of grades—the 
Nancy main line from Paris has, in- 
deed, only one gradient of any note, 
which is at 1 in 125 for 6 miles on 
each side of Loxéville summit—but 
that of heavy trains making numerous 
stops, from which acceleration must be 
rapid if a reasonably high overall 
d is to be maintained. One of the 
tests, therefore, was with train No. 22 
from Nancy to Paris, and by the 
courtesy of Baron Vuillet, who was in 
the dynamometer car, we have been 
supplied with details of the running. 


is not so 


sp 


t 


C. De F. De L’Est Commercy-Paris 


Engine P.O.-Midi 4-8-0 No. 240,705 
I | to Chalons, 16 cars, 711 tons tare, 740 tons gross 
| i from Chalons, 18 cars, 779 tons tare, 815 tons 
gross 

D 
: Sched.' Actual | Speeds 
il min, min.sec.! m.p.h. 
0-0 | COMMERCY 0 0 00 

3-3. Lérouville , - 5 40 59 
11-5 | Ernecourt - 14 55 494+ 
22-1 | Longeville 24 U8 744 
25:1 | BAR-LE-DU( 30 | 28 01 - 
—_— —_— —— 

5°3 Mussey 7 14 67 
14-1 | Sermaize - 14 31 744 
22-8 Blesme 21 49 | 683/743 

sigs.3/4’ 

30-3 | VITRY-LE- 

—— FRANCOIS 33 29 59 
— _— 

37 | Loisy ‘ — | 603 57 
10°6 | Vitry-la-Ville 12 45 65 
13-7 | Mairy 15 35 65 

Sigs. 3 
20-3 | CHALONS-SUR- 
a MARNE 25 25 35 

5°8 | Matougues 8 53 
8-5 | Jalons - 11 24 65 
15-3 | Oiry - 17 31 71 
19-1 | EPERNAY 24 22 00 
_—— — —_ 

4-3 Damery 6 40 
9-6 | Port-a-Binson 11 23 744 
15-6 | Dormans - 16 08 | 77/744 
23-7 | Mézy 23 03 714 
29-1 | CHATEAU | : 
setae THIERRY 35 28 20 

_ : ee 

6+7 Nogent l’Artaud 8 58 694 
12-9 Nanteuil 14 20 70— 
18-2 | La Ferté-sous- 

Jouarre 19 02 70 
22-9 | Changis 23 08 | 64/684 

31-3 | MEAUX 30 55 59 © 
41-7 Lagny 40 15 713 
47-4 Chelles . 45 06 64 
53-2 Noisy-le-Sec - 51 30 
58-7 | PARIS 69 60 17 


The log begins at Commercy, just 
before the ascent to Loxéville, and 
from here the train was made up to 
16 vehicles, of 711 tons tare and 740 
tons gross; at Chalons-sur-Marne two 
further coaches were added, and the 
load then became 18 cars, of 779 tons 
tare and 815 tons gross. As far as 
Chateau Thierry the length of runs 
between stops varied from 19 to 30} 
miles, and there was finally a run of 


t Speed at top of 1 in 125 (6 miles long) from 
Lérouville 


58? miles from Chateau 
Paris 

Out of Commercy, speed rose to 59 
m.p-h. in the 31 level miles before 
the ascent of the 1 in 125 was begun 
beyond Lérouville. With 60 per cent. 
cut-off speed fell gradually to 494 
m.p.h., but the engine was then opened 
out to 68 per cent. cut-off in the high 
pressure and 65 per cent. in the low 
pressure cylinders, as a result of which 
there was a rise from 49} to 52} 
m.p.h. on the 1 in 125 with this 740- 
ton load. The drawbar h.p. developed 
by this effort was 2,737, correspond- 
ing to 3,650 indicated h.p.; superheat 
temperature was as high as 825 deg. 
Fahr. The time taken. for the 8-2 
miles from passing Lérouville to pass- 
ing Ernecourt, including the 6 miles 
up at 1 in 125, was 9 min. 15 sec., giv 
ing an average speed of 53-2 m.p.h. 
Down the ensuing bank speed was not 
allowed to exceed the customary 743 
m.p.h. limit, and there was a gain of 
2 min. to Bar-le-Duc. The section 
from Bar-le-Duc to Vitry-le-Frangois 
is mostly a gentle fall on grades of 1 
in 430 to 500; on this a cut-off of 10 
to 18 per cent. in the h.p. cylinders 
was enough to maintain speed at 
between 68 and 744 m.p.h., and the 
30-3 miles were run in 29 min. 59 sec., 
start to stop, or 29} min. net, the 
schedule allowing 33 min. In starting 
from Bar-le-Duc, the maximum draw 
bar pull was 16 tons. From Vitry to 
Chalons-sur-Marne matters were taken 
gently, and owing to adverse signals 
the 25 min. allowed for the 20-3 miles 
but the net 


Thierry to 


was exceeded by 35 sec., 
time was 22} min. 

From Chalons onwards the line is 
practically dead level. With the in 
creased load of 815 tons the short run 
from here to Epernay was taken under 
fairly easy steam, with the engine 
cutting off at 22 per cent. in the h.p. 
and 35 per cent. in the Lp. cylinders; 
even this produced a_ speed of 71 
m.p-.h. on the level, and the 19:1 miles 
were run in 22 min., instead of the 
24 min. allowed. But the most remark- 
able demonstration was between Eper- 
nay and Chateau Thierry, and after a 
starting effort which produced a draw- 
bar pull of 15 tons, and a time of 6 min. 
40 sec. for the first 4-3 miles to Damery, 
cut-offs of only 25 per cent. in the h.p. 
and 35 in the l.p. cylinders sufficed to 
accelerate the 815-ton load to 77 m.p.h. 
on the level at Troissy. After Damery 
the locomotive was exerting a drawbar 
pull of 5 tons at a speed of 714 m.p-h. 
Thus the 19:4 miles from Damery to 
Mézy were covered in 16 min. 23 sec., 
at an average of 71-1 m.p.h., and the 
start-to-stop time for the 29-1 miles from 
Epernay to Chateau Thierry was 
28 min. 20 sec., 6% min. less than the 
35 min. allowed. From Chateau Thierry 
to Paris the schedule of 67 min. for 
the 58-7 miles is relatively easy, and 
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with the engine less extended than on 
the previous sections, the time taken 
was 60 min. 17 sec., a gain of 6} min. 
On the entire journey, therefore, and 
notwithstanding the tremendous load, 
the P.O.-Midi 4-8-0 gained 23} min. on 
schedule. It will be noticed that three 
times in succession—from Bar-le-Duc, 
Epernay, and Chateau Thierry—‘‘ even 
time ’’ from the start was improved on, 
and was attained in each case in be- 
tween 17 and 24 miles after starting. 
Other passenger trains worked in- 


cluded Train No. 28 (9.9 a.m. from 
Nancy), which is non-stop over the 
219-0 miles from Nancy to Paris—a 





most unusual duty for an engine of the 
Paris—Orleans system, which has no 
regular steam-hauled journeys of as 
great a length as 100 miles non-stop. 
The weight of the train was 562 tare 
tons, and the schedule of 211 min. (the 
fastest on the Est with steam haulage) 
was improved on by 94 min., giving a 
net start-to-stop average of 65-2 m.p.h. 
Coal consumption, including slack, was 
just under 55 lb. per mile, and water 
consumption 33-5 gall. per mile. Of a 
series of journeys on Train No. 23 
(12.20 p.m.) from Paris to Nancy, with 
six intermediate stops, the hardest was 
with a tare load of 741 tons from Paris 
to Chalons-sur-Marne, and 691 tons from 
there to Nancy, notwithstanding which 
there was a total gain of 22 min. on 
schedule, and the mean speed was 59-3 
m.p.h. Fuel consumption was 70-3 Ib. 
per mile, and water consumption 48-5 
gal. per mile. A remarkable trip was 
also made on “‘ Type 1”’ freight train 
No. 40 P.D. 21 from Pantin marshalling 
yard, outside Paris, to the Preize yard 
at Troyes, a non-stop run of 98-1 miles. 
including dynamometer car, the for- 


mation comprised 74 vehicles (164 
axles), and weighed 1,212 tons. Start- 


ing 33 min. late, the train was delayed 
by signal at Noisy-le-Sec, and passed 
Rosny 38} min. late; but with the ex- 
ception of a permanent way slowing to 
18 m.p.h. beyond Hermé, no further 
delays were experienced, and Troyes— 
Preize was reached 2 min. early, the 
gain over this length being 40} min. 

Very frequent changes were made on 
this fast freight run in the cut-off posi- 
tion. Passing Rosny with 60 per cent. 
cut-off in both h.p. and l.p. cylinders, 
the driver brought these back gradually 
to 28 and 40 per cent. at Nogent, where 
a speed of 444 m.p.h. had been attained 
on a short falling grade of 1 in 300. On 
the 14 miles at 1 in 110 up after Nogent 
cut-off was increased to 60 per cent. in 
all cylinders, with a minimum of 30 
m.p.h., but on the engine being further 
opened out to 65 per cent. h.p. and 1.p. 
at the top of the bank, there was an 
increase to 324 m.p.h. On the level, 
with 40 per cent. cut-off in all cylin- 
ders, speed rose to 41 m.p.h., ‘and 
further to 44 on the level and slightly 
falling stretch to Ozouer, with cut-off 
mostly at 20 per cent. in the h.p. and 
35 per cent. in the l.p. cylinders. From 
there the tendency of the line is ris- 
ing, and with slight intermissions 30 
per cent. h.p. and 40 per cent. 1.p. cut- 
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offs were the working positions, until 
there was an increase to 40 per cent. in 
all cylinders for the 3 miles up at 1 in 
250 to km. post 76, where there was a 
drop in speed merely from 42} to 40} 
m.p.h. For the descent from there to 
Longueville, largely at 1 in 160, the re 
gulator was shut. From Flamboin, be- 
yond Longueville, on to Troyes, 28 per 
cent. cut-off in the h.p. and 38 per 
cent. in the l.p. were the general work- 
ing positions, with slight variations up 
and down, to suit the changes of 
gradient, and a temporary opening up 


to 50 and 50 per cent. in recovering 
from a permanent way slowing to 18 


m.p.h. near Hermé; speed was main 
tained unvaryingly at between 40 and 
44 m.p.h. 

The boiler of the 4-8-0 carries a pres- 
sure of 290 lb. per sq. in.; beyond a 
momentary drop to 261 lb. at Maison 
Rouge, pressure was maintained 
throughout the run at 272 to 283 Ib., 
and the pressures in the h.p. chest were 
almost invariably within 4 lb. of the 
boiler pressure. At 65 per cent. cut-off 
in all cylinders, the l.p. steam chest 
pressure rose to the high figure of 98 Ib. 
per sq. in.; with 30 per cent. h.p. and 
40 per cent. l.p. cut-off the l.p. steam 
chest pressure was 80 lb. per sq. in., 
and between Longueville and Troyes it 
varied chiefly between 43 and 62 Ib. 
Superheat temperature rose to a maxi 
mum of 805° F. when the engine was 
working hard; it was chiefly between 
770°-715°, and at no point fell below 
700 The water level in the gauge 
varied mostly between 6 and 7} in., 
and after the hard effort to km. 76, 
there was still 33} in. showing in the 
glass. 

Further details of the locomotive 
working are set out in the annexed 
table, comparatively with those of a 


Detai_s oF Locomotive Workt on Fast FREIGH? 
Frain No. 40.P.D.21 PANTIN-BoBIGNY TO 
PROYES-PReEiz¢t 

! 1 
P.O.-Midi_ | Nord 
4-8-0) 2-10-0 
No. 240,705 No. 5. 1204 

No. of vehicles 74 81 

No. of axles 164 180 

lotal weight of tr 1,212 tons 1,602 tons 

Distance covered 98-1 miles 98-1 miles 

Net running time 161 min 181 min 

Net average speed 36-6 m.p.h 32-5 m.p.1} 

Average drawbar h 1,142 1,066 

Average drawbar h.p. 

with regulator full opet 1,369 1,320 

Total work dor ol 

journey per hr. 3,076 h.p 3,252 h.} 
Water consumption per 

mile 57:6 gal 66-5 gal 
Water consumption per 

drawbar h.p.-hr 1-93 gal. 2-01 gal 
Fuel consumption pet 

mile 90-5 Ib 100-1 Ib. 

Fuel consumption pet 
whar h.p.-hr 2-87 lt 3-06 Ib 

journey with Nord 2-10-0 No. 5.1204, 


which was tried on the same train. The 
iatter is one of a series described and 
illustrated in THE Rattway GAZETTE 
for December 29, 1933; it has 5 ft. 1 in. 
driving wheels as compared with the 
5 ft. 11 in. wheels of the 4-8-0, 261 Ib. 
as against 290 lb. pressure, and a weight 
in working order of 102} tons as against 
1044 tons. The 2-10-0 had a 1,602-ton 
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Paris (PANTIN) 








Engine | 
” No. $ 
Distance Load (axles) Schedule 
(gross tons) 

miles min, 
0 PANTIN-BOBIGNY 0 

1} Noisy-le-Se« 12 

34 Rosny 16 

6 Nogent E 21 

8} Villiers 27 
123 Emerainville 38 
193 Gretz 50 
26 Ozorer 61 
32} Mormant 73 
39 Nangis 85 
43} ‘ilometre 76 

$54 Maison Rouge 96 
503 LONGUEVILLI 111 
574 Herme 123 
645 Nogent-sur-Seine 135 
69} Pont-sur-Seine 145 
75} Romilly 157 
814 Chatres 167 
85 173 
87} in 177 
913 185 
95} 3arberey 192 
98 CTROYES-PREIZ1 p 198 


train of 81 vehicles, whereas the 4-8-0 
was hauling 74 vehicles of a weight of 
1,212 tons; but notwithstanding this 
difference, the average speed of the 
P.O.-Midi locomotive much 
higher throughout the run (36-6 m.p.h. 
as compared wth the 32-5 m.p.h. of the 
2-10-0) that the total power output of 
the former was the greater of the two. 
Furthermore, the 4-8-0 was the more 
economical in running, for its coal con- 
sumption per drawbar h.p.-hr. was 2-87 
lb., as compared with the 2-10-0’s 3-06 
lb., and water consumed was 1-93 gal. 
per drawbar h.p.-hr. as against 2-01 Ib. 


was so 


Four descriptions of train figured in 
the tests of the Nord 2-10-0 express 
passenger trains (No. 53 outward and 
No. 18 return) between Paris and 
Nancy; parcels train No. 73 from Paris 
to Lérouville; “type 1’’ freight trains 
from Paris (Pantin) to Troyes and back 
and Vaires to Blainville and back; and 
‘type 2’’ freight trains over the diffi- 


cult grades from Conflans to Hirson 
ind back, and Audun to Givet and 
back. Train No. 53 (12.50 p.m. from 
Paris) makes fourteen intermediate 


stops on the journey of 219 miles from 
Paris to Nancy, and on the occasion of 
the test was made up to fifteen vehicles 
of 694 tons tare weight. The total 
duration of the stops was 43 min., and 
the average running speed was 52-8 
m.p.h.; if allowance be made for slow- 
ing down and restarting (as is cus- 
tomary in French performance records) 
as well as for out-of-course permanent 
way and signal checks, the average run- 
ning speed of the locomotive works out 
at 56-5 m.p.h. net. Coal consumption 
averaged 75 lb. per mile, and water con- 
sumption 30 gal. per mile. The total 
gain on schedule time was 15 min. On 
the following day Train No. 18 (8.41 
a.m. from Nancy) was made up to 650 
tare tons from Nancy to Bar-le-Duc, 
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ro Troyes (PREIzE) 


P.O.-Midi 4-8-0 Nord 2-10-1) 


No. 240.705 No. 5. 1204 
164 180 
1,212 1,602 
| 
Actual Speeds Actual | S} 
min m.p.h. min, 
0 0 
sigs. 9 
15 9 l 
sigs. 
14 32 16 
sigs I 
243 45 22 
p.W.s ] 
29 36/30 30 
35 41 40 ; 
454 $44 51 14 
54} 44} 60 j 
634 373 69 ; 
74 42} 81 3 
403 3 
83 41° 91 j 
91 | 43! 100 j 
sig. stop | 
102 391 112} ! 
p.W.s. 1s 
114 434 122 $ 
sigs l 
121} 44 133 2 
130 41 145 32 
138} 2} 155 3 
143 38 160 2s 
1463 424 1644 32 
152} 40) 173° 34 
159 37 181 5 
sig. stop 
162 196 
63060 tons from there to Chalons-sur 
Marne, and 679 tons from Chalons to 
Paris. 
This train makes six intermediate 


stops, and deducting 13 min. stand 
ing, the average running speed was 
54-6 m.p.h.; the net running speed, 
deducting time lost in stopping and 
restarting and all other slacks, was 59-0 
m.p.h.—a remarkable figure in view of 
the 65 m.p.h. limitation imposed on 
this type of engine. Altogether 16 
min. was gained by the engine on this 
journey. Coal consumption was 70:3 


lb. per mile and water consumption 
29-2 gal. per mile. On both these 


journeys the engine maintained 62 to 
65 m.p.h. on the level, with the full 
loads, when cutting off at 30 per cent 
in the h.p., and 68 to 70 per cent 
in the l.p. cylinders. 

On the run with freight train No. 
40 P.D.21 from Pantin to Troyes, the 
train, including dynamometer car, was 
made up to 81 vehicles (180 axles) with 
a gross weight of 1,625 tonnes (1,602 
tons). An overall average speed of 
29-1 m.p.h. was maintained, but allow 
ing for out-of-course checks, the gain 
on schedule was 17 min., and the net 
average running speed 32-5 m.p.h. 

The working pressure of the engine 
is 261 lb. per sq. in.; actually the 
pressure-gauge was registering 275 |b 


for a large part of the time, and 
the pressure fell below 261 Ib. onl 


for a short distance up the 1 in 250 
ascent from km. 73 to km. 77, where 
the minimum was 238 Ib. Whenever 
the regulator was fully open, the pres- 
sure in the h.p. steam-chest was 
within 7 lb. of the boiler pressure 
Throughout the journey the l.p. cut 
off was maintained at 70 per cent., 
and all variations to meet changes of 
gradient were made on the h.p. cut 
off and the regulator opening. From 
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the start and in recovery from slacks 
60 per cent. h.p. cut-off was used, and 
pressure rose to a maximum of 61 Ib. 
in the l.p. chest; the general running 


position, however, was 40 per cent. 
h.p. cut-off, and with regulator full 
open this gave from 29 to 36 lb. per 


: y 
sq. in. in the 1.p. steam-chest. When 


the engine was being worked hard, the 
superheat temperature was steady at 
between about 715 and 750° F. Water 
level in the boiler was maintained con- 
istently at 54 in. showing in the glass, 
ve for a brief lapse on the ascent to 


Sa 


kr post 77, when it fell to 1} in. 
From the table of times, it will be 
set that adverse signals were en- 


countered immediately after starting, 


ind a permanent way check to 20 
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m.p.h., preceded by a signal check to 
15 m.p.h., was experienced between 
Nogent and Villiers-sur-Marne, so that 
the first 13} miles, to Emerainville, 
took 40 min. (schedule 38 min.); but the 
engine was then opened out to such 


good effect that the 32} miles from 
Emerainville to Maison Rouge were 


run in 51 min. (average speed 38 
m.p.h.), instead of the 58 min. allowed. 
A signal at danger compelled a stop 
at Longueville; after this the engine 
was eased somewhat, and a further 


signal check was_ experienced at 
Marnay. Including this, the 404 miles 


from Flamboin to Barberey were run 
in 72 min. (schedule 74 min.), and 
Barberey, 96} miles from Pantin, was 
cleared in 3 hr. 1 min. from Pantin, 
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the schedule allowing 3 hr. 12 min. 
Further signal delays occurred before 
the train entered the Preize yard at 
Troyes. 

The leading dimensions of the two 
locomotives under _ test are as 
follow .— 


P.O, 4-8-0 Nord 2-10-0 


Cylinders 
High-pressure (2) 17}in. x 25gin. 19}in. x 26} in. 
Low-pressure (2) 25}in. x 25gin. 25}in. x 27}in. 
Driving wheels, dia. 5 ft. 11 in. 5 ft. 1 in. 
Working pressure .. 290 1b, per sq. in. 261 Ib. per sq. in. 
Evaporative heating 





surface ee 2,323 sq. ft. 2,108 sq. ft. 
Superheating surface 652 ing 656 ,, 
Firegrate area 40°5 ,, 37-4 ,, 


Weight of engine 
(working order) 104} tons 102} tons 

Adhesion weight 74} ~=C, 88} 

Max. tractive effort 
Compound 
Simpl 


45,930 Ib. 
57,470 lb. 


59,660 Ib. 
77,630 Ib. 








STAFF AND LABOUR MATTERS 


Railway Wages—London Transport 

fhe agreement which, as reported in 
our issue last week, has been concluded 
between the London Passenger Trans 
port Board and the National Union of 
Railwaymen, the Associated Society of 
Locomotive Engineers & Firemen, and 
the Railway Clerks’ Association, has 
now been ratified by the parties. The 
following is a summary of the provi- 
sions of the agreement: 

Operating Department. -Beginning 
with the- first full pay period in 
January, 1938, employees in receipt of 
less than 46s. a week will receive an 
increase of 4s. a week, and a further 
increase of 2s. a week from. the first 
full pay period in January, 1939. In 
iddition, those employees already in 
the service will be given.advances in 
rate. in accordance. with their service 
under the present scale, until a maxi 
mum rate of 52s. is reached, provided 
that the first increment will apply on 
the first anniversary of the last in 
crease. Employees in receipt of rates 
of pay of 46s. and 47s. will be advanced 
to 50s. and 5ls. respectively from 
January, 1938, and to 52s. from 
January, 1939. Employees in receipt 
f rates of 48s., 49s., and 50s. will be 
advanced to 52s. from January, 1938. 
From January, 1939, the present com 
mencing rate of 46s. will be increased 
on appointment and thereafter 
employees will be advanced to 50s. 
ifter one year and to a maximum of 
52s. after a further two vears. The 


to 48s. 


vrades coming under the foregoing 
arrangements are porters, goods 


lampmen, carriage lampmen, 
coalmen, boilerwashers, 
and engine cleaners. 

From January, 1938, signalmen in 
the special class are to be paid a bonus 
of 2s. 6d., 5s., 7s. 6d., or 10s. a week 
.ccording to the amount of work per 
formed. They are also to have a break 
of not less than thirty minutes on each 
turn of duty except between 10.0 p.m. 
and 6.0 a.m. Relief signalmen are to 
receive the rate of the highest rated 
signal box in which they are called 


pe rters, 
stores issuers, 


upon to relieve, plus 5s. a week bonus. 
Porters working in signal boxes for four 
hours or less a day are to receive a 
mean rate between the maximum rate 
of porter and the rate of the signal box 
in which they work. From January, 
1939, the rate of class 2 ticket collec- 
tors will be 55s. a week. From 
January, 1938, the scale of pay for 
guards" will be Ist., 2nd., and 3rd. 
years 55s.; 4th. and 5th. years 60s.; 
6th. year 65s. The scale of pay for 
motormen will be Ist., 2nd., and 8rd. 
years 78s.; 4th. and 5th. years 84s.; 
Gth. year 90s. The agreement contains 
special provisions in regard to overtime 
turns and spreadover turns worked by 
guards and motormen and_ provides 
that no additional payment is to be 
made to such men working nine car 
trains. 

Chief Engineer's Department:—New 
basic rates are fixed giving increases on 
the existing rates of amounts varying 
from 6d. to 4s. a week to operate from 
January, 1938. In the signal depart 
ment the new rates range from 52s. for 
labourers to 56s. for inspectors time 
keepers’ assistants. In the permanent 
way department the new rates for 
day staff in London range from 52s. 
for labourers to 57s. 6d. for sub-gangers 
and for night staff the rates range from 
54s. for labourers to 59s. 6d. for sub- 
gangers. 

Chief Mechanical Engineer’s Depart 
ment.—New basic rates are fixed giving 
increases on the existing rates of 
amounts varying from 2s. to 8s. a week, 
in most cases in two instalments, the 


first to operate from January, 1938, 
aud the second from January, 1939. 
Car cleaners and greasers (industrial) 


rise from 42s. and 45s. a week respec- 
tively to 46s. and 49s. in January, 1938 
and to 50s. in January, 1939. These 
grades in the London Area rise from 
44s. and 47s. a week respectively to 
48s. and 51s. in January, 1938, and to 
52s. in January, 1939. Other grades to 
receive increases are probationers 8s., 
pump labourers 4s., watchmen 2s., and 
lift machinery attendants 2s. Clerical 
and supervisory staff at stations re- 


quired to work on Whitsun Monday 
and August Bank Holiday are to re- 
ceive a day off, with pay, at ordinary 
rates in lieu of each day so worked. 
There will be no further advancement 
in the pay of the classes of staff now 
receiving increases so long as the cost 
of living index figure does not exceed 
70 per cent. above the pre-war level. 
If the cost of living exceeds that figure, 
increases or decreases will be made at 
the rate of Is. a week for every addi- 
tional five points rise or fall. 
Engineering Industry—Wages 

A claim for increases in wages and 
‘or the restoration of the overtime, 
night shift, and piecework conditions, 
which were in operation prior to 
June, 1931, has been submitted to the 
Engineering & Allied Employers’ 
National Confederation by the Amal- 


gamated Engineering Union. Under 
the last agreement the present wage 


rates and conditions remain in opera- 
tion until June. 
Road Transport Wages 

The negotiations in regard to the 
claim which, as reported in our issue 
of February 18, was submitted by the 
employees’ side of the National Joint 
Conciliation Board for the Road Trans- 
port Industry (Goods) and which was 
remitted to a joint sub-committee, 
have broken down, and notices have 
been tendered by the unions to with- 
draw labour on March 26 unless a 
settlement is reached. The trade 
unions concerned are the Transport & 
General Workers’ Union, the Union of 
General Municipal Workers, the United 
Road Transport Workers, and _ the 
Liverpool Carters’ and Motormen’s 
Union. It is understood that instruc- 
tions have been issued to members of 
the unions employed in factories and 
docks not to load vehicles after 
March 26, and the co-operation of the 
railway unions is being sought. Accord- 
ing to Mr. Bevin, the executives of the 
unions have laid it down that they 
will not make a settlement unless, on 
this occasion, the organised employers, 
through their association, become 
parties to the agreement, and regard it 
as binding on them as it is on the 
unions. 
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Holland-Martin on Electrification 


Southern Railway results stated at luncheon 
of the British Railway Stockholders Union 


Mr. R. Holland-Martin, Chairman of 
the Southern Railway, addressed mem- 
bers of the British Railway Stock- 
holders Union on Monday on the sub- 
ject of his company’s electrification 
policy, progress, and results. He was 
speaking at the luncheon of the union, 
held at the Hotel Splendide, Piccadilly, 
{ondon, W.1. Among those present 
were : 

lhe Rt. Hon. Sir Hugh O'Neill, Bt., M.P 
Sir Philip Dawson, M.P.; Sir Felix Pole’ 
L.t.-General Sir Travers Clarke, G.B.E., K.C.B.: 
K.C.M.G.: Brig. H. R. Sandilands ; Colone! 
Cc. R. Kelly; Lt.-Colonel Frank Hilder; Mr 
Leslie Bovce, M.P.; Mr. G. Cole Deacon, 
Secretary, Railway Companies’ Association ; 
Mr. C. E. R. Sherrington, Secretary, Railway 
Research Service; Mr: Frederick Smith, 
fransport Executive, Unilever Limited; Mr: 
Gresham Cooke, Secretary, British Road 
Federation; Mr. W. H. Gaunt, Transport 
Manager, J. Lyons & Co. Ltd.; Mr. D. Ross 
Johnson 

Sir Charles Stuart-Williams, who pre- 
sided, introduced Mr. Holland-Martin, 
and in doing so quoted from the 
editorial on ‘‘ The Railroad’s Forgotten 
Man ”’ (the ordinary stockholder) from 
the Railway Age of January 29, as re 
produced in THE RalLway GAZETTE of 
February 25. He said that although 
British railways were in a better posi- 
tion than those of the U.S.A., it re 
mained true that stockholders in this 
country had had to face a terrible loss 
in dividends in the last ten years, and 
that they must themselves be prepared 
to fight in their own interests. 

Mr. Holland-Martin said that the 
Southern Railway results he was going 
to put before his audience were the re- 
sults of a very happy team. They, of 
all the railways, he thought, got better 
together than anybody else. Sir Her- 
bert Walker had had a great deal to 
do with that. 

The Southern Railway policy of elec- 
trification had proved a great gold mine 
because they were very fortunate in 
having—and_ possibly in making—a 
very large development of suburban 
London south of the Thames. They 
had pursued their policy of electrifica- 
tion vigorously ever since the amalga 
mation of 1923. The speaker then 
traced the beginnings of electrification 
on constituents of the Southern group, 
and, mentioning the decision to adopt 
the third rail system as standard, said 
that the resultant conversion on the 
Brighton line cost over £1,600,000. 

At first their schemes were confined 
to the suburban areas, but in 1932 
they opened their main line to 
Brighton and Worthing, and _ since 
then had been carrying on_ the 
electrification of their main lines until 
today they operated electrically not 
only’ suburban stopping services, but 
express trains travelling at a pace ex 
ceeding 75 m.p.h. 

The company never put any scheme 
in hand without fully considering th« 
working expenses, and savings 


costs, 


that might be made, nor did they do 
so unless the cost of working was less 
than the cost of the steam services 
to be withdrawn; that figure of costs 
was then increased by an average of 
4 per cent. interest on the new capital 


involved. So far, the results from 
these improved electric services had in 
every case covered more than their 


estimate. 

In 1932, the Brighton and Worthing 
electrification brought a_ return of 
10-9 per cent. on total expenditure and 
22-6 per cent. on capital expenditure. 
In their suburban area the total cost 
of electrification had resulted in a 
return of approximately 27 per cent. 
on capital expenditure and 16 per 
cent. on total expenditure. Similar 
success was attending their main line 
electrification policy. The Brighton 
extension was now yielding a return 
of 21 per cent. on capital, and the 
Eastbourne services of 12 per cent. 
[he Portsmouth line brought a return 
of over 9 per cent. in six months of 
working. 

They served by their railway not 
only a very large number of dormitory 
towns round London, but also some of 
the most attractive seaside resorts in 
England, and some of these resorts 
were sufficiently near London for 
people to wish to live there and come 


up to London by day. By their 
electrification he thought they could 
claim to have very largely increased 


the area from which people came up 
to London to work. 

The expenditure charged to capital 
iwccount in the electrification schemes 
of the last five years had been in 
round figures about £43 million. In 
spite of the fact that train-miles had 
than doubled compared 


been more 
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with some services, working expenses 
had not appreciably increased. Their 
receipts from these services had, how- 
ever, risen by £640,000 per annum, 
which was equal to a return of about 
14 per cent. on capital. 

They naturally could not expect the 
same results all the time, but he 
thought the future would still hold good 
results provided there was no imm 
diate fall in population as foretold in 
some guarters—and he did not think 
that would come as rapidly as expected 
by some. A further favourable factor 
was that businesses were migrating 
south. Referring to the decision to 
postpone indefinitely electrification to 
Hastings via Sevenoaks, Mr. Holland 
Martin repeated the explanation hx 
made at the recent Southern Railway 
meeting. Not only had Hastings and 
Bexhill already one good electric set 
vice via Lewes, but they hoped to im 
prove it by putting on another train in 
each direction daily that did not go 
round by Eastbourne. 

Mr. Holland-Martin concluded by 
enumerating some operating advan- 
tages and economies arising directly or 
indirectly from electric traction. Elec- 
trification schemes at present in hand 
were those of the lines to Portsmouth 
via Horsham, joining with the coast 
line from Worthing; and also the lin 
from Three Bridges to Horsham. Thx 
services on these lines would start next 
July. In January next year they hoped 
to start electric service on the lines to 
Reading and Aldershot via Ascot, and 
in July next year they hoped to have 
ready electrified services to Gillingham 
and Maidstone via Otford. They were 
certain these new schemes would be 
most profitable to their shareholders. 

Mr. Leslie Boyce, M.P., proposed a 
vote of thanks to Mr. Holland-Martin 
which was seconded by Mr. D. Ross 
Johnson and carried unanimously. 

Sir Hugh O'Neill expressed the 
thanks of the gathering to Sir Charles 
Stuart-Williams for presiding. 








Trans-Iranian Railway Construction 


On March 2, Mr. A. G. Bonn, a 
Director of Richard Costain Limited, 
the only purely British firm working 
on the Trans-Iranian Railway con 
struction, described the work in the 


course of a lecture to the Royal 
Central Asian Society at Burlington 
House. The following are a few of 


his points. 

The section of the construction en- 
trusted to Costain was in some of 
the most difficult terrain on the 
southern half of the whole Caspian 
Persian Gulf alignment, now stated to 
be 865 miles in length. The service 
road serving the main Costain contract 
length was most difficult to construct 
and cost £80,000, but it was completed 
in a period of five months. One of 
the greatest difficulties encountered 
was the excessive heat, with shade 
temperatures as high as 132° in the 


summer months. Transport, especially 


in the rainy season, was maintained 
by lorries only with the greatest 
difficulty and by taking abnormal 
risks. 

The survey and actual construction 
works also called for great enduranct 
and ingenuity by the staff. To give 
some idea of the engineering features 
of the work, Mr. Brown said that in 
one 38-mile section there were 150 
tunnels, and on the whole line 100 tons 
of explosives and 10,000 tons of 
cement were used on an average every 
month. The line is expected to be 
completed by about May, 1939. 








ADDRESS CHANGE. — The _ general 
offices, repair shops, and showrooms of 
the Consolidated Pneumatic Tool Co. 
Ltd. have been removed to 232, Dawes 
Road, London, $.W.6. The telegraphic 
address is ‘‘ Caulking, London,” and the 
telephone number Fulham 7722. 
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Institute of Transport Annual Dinner 


(he annual dinner and dance of the 
titute of Transport was held at the 
Connaught Rooms, London, on Friday 
ast, March 4. The chair was occupied 
by Sir Joseph Nall, in the unavoidable 
absence through sickness of the Presi- 
dent, Sir Alexander Gibb. Among 
present were :- 


those 


Messrs. George Balfour, M. F. Barnard, the 
Rt. Hon. the Earl of Bessborough, Mr. W. P 
Bradbury, Sir Charles Bressey, Mr. F. G. 
Bristow, Lt.-Colonel P. M. Brooke-Hitching, 
Browett, the Rt. Hon. Leslie Burgin, 
Major Frank Bustard, Messrs. A. S. Cardew, 
\. L. Castleman, P..G. Stone Clark, A. R 
Cooper, C. Cooper, Sir Philip Dawson, Messrs 
Cole Deacon, P. De Malglaive, S. B. Donkin, 
Ek. Falconer, Sir Julian Foley, Messrs. Kenneth 
Garcke, Sidney E. Garcke, W. H. Gaunt, 
C. le M. Gosselin, A. Winter Gray, R. 
Hobdey, R. M. Holland-Martin, T. Graham 
Homer, Sir Cyril Hurcomb, Messrs. Croom 
Johnson, R. Kelso, L. H. Kirkness, D. R. Lamb, 
Charles E. Lee, William MeGill, A. McTaggart, 


kk. J. Missenden, Major C. J. Murfitt, Messrs 
I. ¢ \. Murray, C. G. Morley New, James 
Paterson, Frank Pick, R. G. Pittard, O. ¢ 
Power, Lt.-Colonel Frank Rayner, Colonel A. S 
Rkedman, Mr. D. Ross- Johnson, Herr H. Seydel, 
Messrs. William Shearer, Roger T. Smith, 
W. T. C. Smith, Gilbert S. Szlumper, A. Twidle, 
\W. A. Winson, and Sir William V. Wood 


The Rt. Hon. Leslie Burgin, Minister 
of Transport, proposing the toast of 

The Institute of Transport,”’ paid a 
tribute to the value of the institute as 
the rallying point of the leading people 
engaged in all forms of transport. When 
men engaged in all sorts of transport 
problems in all parts of the world were 
ready to pool their experience and 
knowledge for the benefit of all it was 
an excellent thing and the result must 
% an acceleration of progress which 
would otherwise not be possible. He 
said he welcomed the close connection 
between the institute and his Depart- 
ment. The President for the current 
vear, Sir Alexander Gibb, whose un- 
avoidable absence all regretted, was 
Director General of Civil Engineering 
in the Ministry in 1919, and three 
former Presidents had come from the 
Ministry—Sir Eric Geddes, Sir Henry 
Maybury, and Sir Cyril Hurcomb. 
While the members of the Ministry of 
l'ransport were paid for their work, 
however, it was the members of the 
institute themselves who actually paid 
to be members. The object of institute 
membership, of course, was to improve 
the knowledge of underlying principles 
of transport science, and not to secure 
personal advancement. 

Continuing, he said that the sphere 
of the institute was wider than that 
of the Ministry of Transport. The 
Minister might be concerned with har- 
bours, but he might not go an inch 
beyond the sea entrance. The institute 
on the other hand was concerned not 
only with coastwise, but also with ocean 
transport. The objects of the institute 
could be described as being to promote, 
encourage, and co-ordinate the study 
and advancement of the science and 
art of transport in all its branches. 
By co-ordination he did not mean the 
elimination of healthy competition, 
but a realisation of the need for so 
arranging transport facilities that 


they offered the trader and the traveller 
a reasonable choice, while not, at the 
same time, producing a state of chaotic 
cut-throat competition. He wondered 
whether all appreciated the scope and 
the opportunity which the question 
of the design of a rate structure for 
the road transport industry presented ; 
it was perhaps one of our biggest single 
and immediate objectives. 

Sir Joseph Nall, a Past President 
of the institute, responded. He con- 
veyed apologies from Sir Alexander 
Gibb for his unavoidable absence under 
strict doctor’s orders. Sir Joseph said 
that the institute achieved a measure 
of consultation between all branches of 
transport, but it did not interpret 
co-ordination as the elimination of one 
branch at the expense of another. 
Regarding the road transport of goods 
in this country he pointed out that, of 
about half a million vehicles, only some 
90,000 were in the hands of professional 
carriers. Legislation tended to restrict 
only the carriers, but the more they 
were restricted, so much greater would 
be the tendency for the private owner 
to increase. The private owner of 
goods vehicles, in conveying his own 
goods conducted a one-way transport, 
and he felt that the general good of the 
road industry and the reduction of 
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traffic congestion would both be served 
by the encouragement of the professional 
carrier rather than the private owner. 
Of all recent legislation, he condemned 
in the strongest terms the Road & Rail 
Act of 1933, and recommended that the 
present system of ‘‘ A,” “ B,” and ‘“C”’ 
licences be abolished in favour of a 
system whereby hauliers were licensed 
to run anywhere within a specified area 
of their base, and were given route 
(point-to-point) licences for specific long- 
distance services. 

Mr. Gilbert S. Szlumper, General 
Manager of the Southern Railway, 
and a Past Vice-President of the 
institute, proposed the toast of ‘‘ Our 
Guests,’’ mentioning particularly the 
Minister of Transport, Lord Bess- 
borough, and Herr H. Seydel of the 
Reichsbahn. 

The Rt. Hon. the Earl of Bessborough, 
in reply, paid a high tribute to Mr. 
Szlumper on his well-deserved appoint- 
ment as General Manager of the 
Southern Railway, and mentioned that 
both his father and his uncle had been 
prominent figures in transport. The 
speaker’s father (the late Lord Bess- 
borough), he pointed out, had started 
main-line railway electrification on the 
old L.B.S.C.R., and he congratulated 
Mr. Szlumper and the board of the 
Southern Railway on the tremendous 
progress of railway electrification in 
recent years. 








Permanent Way Institution Dinner at Sheffield 


The seventeenth annual dinner of the 
Sheftield Section of the Permanent Way 
Institution took place on March 8 
under the chairmanship of Mr. E. J. L. 
Hancock. Mr. A B. Griffiths, the City 
Treasurer of Sheffield, proposed the 
toast of The Permanent Way Insti- 
tution and expressed the admiration 
of a layman in the work of engineers. 

Mr. KR. Carpmael, President, in re 
sponding to the toast, spoke of the 
importance of the Permanent Way 
Institution, which today had a mem 
bership of 2,700 in 27 different coun- 
tries. The Sheffield Section itself num 
bered 126, and the average attendance 
of 54 at its meetings was a tribute to 
the enthusiasm of the members. As an 
indication of how well the ideals of 
the institution’s founder, Mr. W. L. 
Meredith, to provide for the education 
of those responsible for railway per- 
manent way, were being fulfilled, he 
mentioned that, following the lead of 
the Southern Railway, since the Great 
Western had instituted classes for per- 
manent way men no fewer than 4,334 
men had attended, of whom 2,678 had 
passed their examinations. He referred 
to the economical conduct of the insti 
tution’s affairs due largely to the fact 
that all the work was done voluntarily. 
This made possible subscriptions low 
enough to ensure that members of all 
grades could join. 

Mr. A. H Smith, proposing the toast 
of ‘‘ The City and Trade of Sheffield,’’ 


said that although Sheffield was the 


tifth city in the country from the point 
of view of population it ranked much 
higher for its engineering achievements, 
particularly its fine roads which, despite 
the abnormally heavy traffic they had 
to bear due to the industry for which 
Sheffield was famous, were, he_ be- 
lieved, maintained more cheaply than 
those of any other county borough of 
its size in the country. 

Councillor Henry Kirk, responding 
to the toast, spoke of the communal 
idvantages of Sheffield with its efficient 
municipal services, its fine public build- 
ings, and parks and open spaces. Shef- 
field still boasted 100 miles of tramway 
with excellently maintained permanent 
way, a form of transport which he 
thought peculiarly fit for Sheffield. 

Mr. Donald B. Shaw proposed the 
toast of the chairman who, as North 
of England Manager of Holman 
Brothers, a firm founded in 1801 and 
which had supplied the first boiler for 
Trevithick's experimental locomotives, 
now supplied pneumatic and other 
equipment used in industry throughout 
the world and to an increasing extent 
by the permanent way department. 

Mr. Hancock, in his response, paid a 
tribute to the efficient work of Mr. 
Knutt, the Secretary of the Sheffield 
Section, whose return to duty after his 
long illness everyone was very pleased 
to see. Mr. W. B. Pickering proposed 
the toast of ‘‘ The Visitors ’’ to which 
Mr. W. A. Willox and Mrs. E. J. L. 


Hancock responded. 
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NOTES AND NEWS 


L.P.T.B. Tube Collision.—Two 
tube trains came into collision between 
Waterloo and Charing Cross stations on 
the Morden-Edgware line of London 
Transport shortly before 8.30 a.m 
yesterday morning. Twelve persons 
were injured, and following trains were 
delayed in the tunnel 


Re-opening of L.M.S.R. Scottish 
Hotels for Summer Season.—The 
L.M.S.R. announces that its 
hotels in Scotland will re-open for the 
1938 season as_ follow Gleneagles 
Hotel on April 12; the Dornoch Hotel, 
Dornoch, and the Highland Hotel, 
Strathpeffer, on May 19 


seasonal 


Expected Railway Surplus of 
£1 million in South Africa.—In the 
South. African Parliament last week, 
Mr. Pirow, Minister for Railways, 
Harbours, and Defence, announced that 
the railway surplus at the close of the 
financial year—ending with this month 

was expected to be about £1,000,000, 
but he uttered the warning that such a 
satisfactory position could hardly be 
expected in future years. He 
announced reductions in fares, mainly 
for families travelling on _ holiday, 
that would aggregate some £500,000 
annually. 


also 


Increased Rates for U.S.A. Rail- 
ways.—The Interstate Commerce 
Commission on March 7 authorised the 
railways in the U.S.A. to increase their 
freight rates by a nominal 10 per cent., 
but actually, owing to numerous excep- 
tions, by an average of 5 per cent. 
It is calculated that this will add 
£54 million a year to railway revenues. 
The decision regarding passenger fares 
will be made known later. As recorded 
in our issue of February 25, the railways 
had applied for an increase of 15 per 
cent. in freight rates, and from Id. to 
14d. a mile in Eastern territory coach 
fares 

Cuban Transport Tax Reduced. 
The transport tax embodied in the 
original Cuban National Credit Rehabi- 
litation Bill has now been reduced by a 
supplementary Bill which was signed by 
the President on February 26. It was 
the President’s objection to this tax 
which caused him at first to veto the 
Bill, but, as recorded in our issue of 
February 25, his veto was overruled. 
The issue of bonds for the repayment of 
debts to the Cuban railways, which, as 
was also noted in the same issue, is to be 
made under the terms of the Bill, is 
expected to take place within 60 davs 
of its promulgation. 


Institute of Metals.—The _ pro- 
gramme of the Institute of Metals 
held on Tuesday last, March 8, included 
the presentation to Sir William H. Bragg 
(President of the Royal Society) of the 
first Institute of Metals Medal; the 
delivery of a Presidential Address on 
“A Chemist’s View of Metallurgy,” by 
Dr. C. H. Diesch; the announcement 
of the virtual completion of a £20,000 
Endowment Fund for the institute ; 


details of the joint meeting in Canada 
and the United States of the institute 
and the Iron and Steel Institute in the 
coming autumn; and the announce- 
ment of a scheme whereby these two 
institutes are to be housed under one 
roof. 

Accident near Barcelona.—Nine- 
teen people were killed and 168 injured 
when a passenger train from Lerida to 
Tarragona collided with a goods train 
at Reus, near Barcelona, on the night of 
March 5-6 

New London Information Bureau. 

\n information bureau for all wishing 
to explore the British Isles, to learn 
of British industrial resources, or 
desiring an improved acquaintance with 
London, will be opened next month at 
29, Cockspur Street, London, S.W.1. 
[he office is financed by local autho 
rities throughout the country, the 
L.C.C., and all supporters of the Travel 
& Industrial Development Association 
of Great Britain and Ireland. 


‘*Feeder ’’ Route for Cross- 
Channel Air Lines.—A_ “ feeder ”’ 
service linking Southern England and 
Wales with air routes to the Continent 
and to Ireland was inaugurated by 
Channel Air Ferries on February 21. 
A machine leaves Heston in the morning 
for Croydon, Shoreham, Isle of Wight, 
Bournemouth, Bristol (connecting with 
the Irish Sea Airways service to 
Dublin), and Cardiff. The return jour- 
ney, in the afternoon, follows the same 
route. A “shuttle ’’ service between 
Croydon and Heston is run in the 
mornings. 

Railway Air Services Coastal 
Lines.—The South Coast route of 
Railway Air Services Limited began its 
fifth year of operation on March 7. 
Three services each way are provided 
on weekdays between Shoreham airport 
(for Brighton, Hove, and Worthing) 
and the Isle of Wight (Ryde airport). 
One service each way is extended to 
and from Southampton. Bournemouth 
is also served ‘via Ryde) in co-operation 
with Portsmouth, Southsea & Isle of 
Wight Aviation Limited. Passengers 
from London to the Isle of Wight can 
travel by Southern Railway from Vic- 
toria to Shoreham-by-Sea _ station, 
whence a car connection is provided to 
the airport. 

L.M.S.R. (London) Photographic 
Society.—-The first award in the mem- 
bers’ class of the thirteenth annual 
exhibition of the L.M.S.R. (London) 
Photographic Society was given to a 
fine study, entitled ‘‘ Power,” of a 
streamlined locomotive leaving the 
eloom of Euston station for the North. 
This was a strong print of a strong 
subject in which concentration of the 
lights played a large part towards its 
success. This success was obviously not 
due, however, to the fact that it was 
the only railway picture in the exhibi- 
tion. Besides gaining the approval of 
Mr. W. A. Stanier, who was present 
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when Sir William Wood, Vice-President 
of the L..M.S.R., opened the exhibition 
and presented-the awards on Monday 
last, we feel sure that the judge’s verdict 
would have been endorsed by the fail 


way worthies whose marble busts star 
with an air of freezing superiority across 
the hollow, echoing, spaces of the Shar 


holders’ Room at Euston, where the 
exhibits were on view. Would they 
condescend to look, instead of surveying 
with flinty approval the Victorian 


solidity of the surrounding architecture. 
their decision would be instantaneous 
and no nonsense about art! Record 
entries of 259 prints and 144 lantern 
slides are contained in the exhibit 
which closes tomorrow (Saturday) 


Northern Ireland Traffics.—|as 
senger train traffic of railways wholly in 
Northern Ireland was £3,770 higher in 
the first eleven months of 1937 than in 
the corresponding period of 1936, 
totalling £274,071. There were 26,905 
more passengers conveyed. Total goods 
traffic receipts for 11 months were 
£193,391, a decrease of £8,279, mercha1 
dise and minerals declining by 9,698 
tons ; livestock, however, increased by 
53,295 in number. November alone also 
showed an increase in merchandise and 
mineral tonnage of 1,509 compared with 
the preceding year. On railways partl\ 
in Northern Ireland passenger traffic 
increased by £738 during November, 
then showing an aggregate increase of 
£15,813. Merchandise and minerals 
declined by 3,656 tons during Novem 
ber, and by 12,828 tons over the 11 
months, but the number of livestock 
20,215 in November—improved by 
32,303 on the aggregate. Total receipts 
from goods traffic were £10,239 lower 
for the 11 months. 








Parliamentary Notes 


London Passenger Transport Bill 

There was a long debate in the 
House of Commons on_ the 
reading of the London Passenger 
Transport Board Bill. No serious 
objection raised to the objects 
of the Bill itself, which were generally 
regarded as necessary for the develop 


second 


was 


ment of traffic facilities in London. 
The objections were on_ points of 
general policy. Some members, in 


cluding the Parliamentary Secretary 
to the Ministry of Transport, criticised 
the attitude of the board in the matter 
of recruiting for the Territorial Army. 
On the other hand the Parliamentary 
Secretary said the Ministry would be 
sorry to lose the Bill, which contained 
useful provisions for the improvement 
of London transport. There was work 
in the Bill to the value of £287,800. 
The rejection of the Bill would not 
punish the board so much as_ the 
citizens of London. On a division 
the motion to adjourn the debate “‘ to 
give the board an opportunity to 
think again ’’ was carried by 186 to 
131. 
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RAILWAY AND OTHER REPORTS 


Entre Rios Railways Co. Ltd.—The 
directors have decided to pay on April I 


will absorb £10,000, leaving £62,051 to 
be carried forward at September 30, 
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British and Irish Railway 
Stocks and Shares 


next a further six months’ arrears of in 1937. Dividend warrants will be posted 
terest on the 4 per cent. debenture stock to the ordinary stockholders on March 
of the company together with the 5 per = 22. Prices 
cent. per annum interest on such Zo Ge 
arrears as provided for under the mora- Mather and Platt Limited.— Profit Stocks £5 Eo Mar. | Rise/ 
torium scheme, the total amounting to for the year 1937 is reported as £209,786, = a 9, Fall 
21 per cent., less income tax. as compared with £180,339 for 1936 1938 
id : The available balance was £278,758 
Bengal Dooars Railway Co. Ltd. __ ,,,,: oA) OF 1; a, nese et G.W.R. 
‘ 7, ; against £240,974. The ordinary divi A ) = 56 1 
lhe approximate net earnings for the dend is 13} per cent. | have ew vons. —_ , = A 1382 
‘ . i an : O59 ’ nt. less tax, agains 5% Con. Prefce. 12 08 o12 
six months ended September 30, 193 ‘ 3% efce. ... 127 
; = : . ae . wine 4 ’ ke 11 per cent. less tax and bonus of 2 per 5% Red. Pref.(1950)113 109 10812 
after allowing ) dia axs ; : f : . ) > ‘ ‘ 
ig : Os as — a cent. free of tax for the preceding year 4% Deb. ... + 11353 10212 10712 
amounted to £23,878, which, together : eee ao ~ 2 4&% Deb.... 118 = 106 11012 
Pan ceee e . while a balance of £74,664 is carried 44% Det 1241. 112 1171 = 
with £54,351 brought forward from Sa ae ea a #% Deb. ... — ... [2412 z : 
~ ; forward, against £70,971 5° Deb 13619 1223, 1291 
larch ‘ 027 OAC , ; , 5 L4U S41. ® Ded. ... ... L36lg 2234 2912 
March 31, 1937, £949 for interest, and 24°, Deb 76 64 6812 ‘ 
be ; ; “ re ° ° cael ad oo} coos oon > 
{73 for profit on exchange, makes a Vickers Limited.—The directors 5% Rt. Charge ....1337%16 118 12612 
total of £79,251. From this amount recommend for approval in general 5% Cons. Guar. ...13334 11612 1252 
must be deducted £7,200 for six months’ meeting a dividend for the year 1937 L.M.S.R 
dividend on the preference stock, leav at the rate of 10 per cent., less income — Ord. ee vee} 361g | 253g | 2112 14 
ing an available balance of £72,051. tax at 5s. in the £, on the ordinary 4% Prefce. (1923) 821g 6534 5812 212 
“e . . ¥ o Irafre wa 977 76 
The board has declared an interim stock of the company. This dividend 4% Bustos. eel oe 7 4 
“hi oe isd ne atts - : : : , 5°, Red.Pref.(1955) 10734 102 102 
dividend of 24 per cent. on the ordinary if approved, will be paid on Monday 4° Deb 108 991, 10110 le 
2 , , I £m , 4% ¥ ne . ] 
stock on account of the year ending \pril 4. The transfer to reserves is 5°%Red.Deb.(1952))11712 111 11312 
March 31, 1938, subject to United £500,000 (£250,000 in 1936) and the 470 Guar. ... 104 9578 99 “I 
Kingdom income tax (less relief in carry forward £237,534 (£266,500 in 
respect of Dominion income tax), which 1936). L.N.E.R. 
5% Pref. Ord. 1212 634 Glo — 
Def. Ord. ... 614 35 33g (+13 
. 4% First Prefce 791 63 5812 -21o 
°,° o- a) /o : 2 , 
British and [rish Traffic Returns 4% Second Prefce. 3112 21 21 —1 
5% Red.Pref.(1955) 10114 8934 911g —2 
4% First Guar. ... 103 917g, Q4lo2 12 
otals for 9th Week | rotals to Date 30° — Guar. — -- 86 th 
% Deb. ... ee es | 7 75 - 
GREAT BRITAIN . | “tts 4% Deb. ... ..1071g | 981g {10012 |~12 
. . | 5% Red.Deb.(1947) 11312 (10612 11012 _ 
938 93 or Dew 938 nih eree.eD.1! o 
| 193 | 1937 Inc. or De | 1938 1937 | In rD 44% Sinking Fund 1103,— 10512 107 _ 
. Yo a sh Red. Deb. 
I..M.S.R. (6,8555 mls.) f £ f f r { 
Passenger-train trattic... 403,000 381,000 22, 000 3,494,000 3,377,000 117,000 SOUTHERN 
Merchandise, &« 494,000 496,000 2.000 4,345,000 4,299,000 46,000 Pref. Ord.... 985g 831g 76lo llo 
Coal and coke 309,000 292 000 17,000 2,792,000 2,601,000 191,000 Def. Ord. ... seo) 2078 1634 1954 ~~ 
Goods-train traffic 803,000 788,000 15,000 7,137,000 6,900,000 237,000 5% Pref. ... ... 1261y6 10513) 6 11312 
lotal receipts 1,206,000 — 1,169,000 37,000 | 10,631,000 | 10,277,000 354,000 5% Red. Pref.(1964) 118 1101, 1131, 
a aan 5°, Guar. Prefce. 13334 11634 [125 —1p 
.E.R. (6,315 mls.) 5% Red.Guar.Pref. 11812 1111, (114 
Passenger-train traffic... 267,000 256,000 11,000 2,323,000 2,271,000 | 4 52,000 (1957) . . 
Merchandise, &c. 362,000 329,000 33,000 3,046,000 2,933,000 113,000 4% Deb. ... me 10114 (10512 \—!l2 
Coal and coke 277,000 249,000 28,000 2,554,000 2,364,000 190,000 5% Deb. ... ... 19534 (1231g 1271 — 
Goods-train traffic 639,000 578,000 61,000 5,600,000 5,297,000 |+ 303,000 4% Red. Deb. 113 105 107 
otal receipts 906,000 834,000 72,000 7,923,000 7,568,000 355,000 ‘1962-67 
G.W.R. (3,737 mils. | 
Passenger-train traftic.. 169,000 159,000 10,000 | 1,454,000 1,429,000 | 4 25,000 Bevrast & C.D. 
Merchandise, &« 213,000 196,000 17,000 1,772,000 | 1,697,000 75,000 Ord. as ; 5 4 41, — 
Coal and coke 126,000 114,000 12,000 1,142,000 | 1,070,000 {4 72,000 
Goods-train tra ffi 339,000 310,000 29,000 2,914,000 2 767,000 147,000 
tal receipts 508,000 469, 000 | 39,000 4,368,000 4,196,000 172,000 FortH BRIDGE 
l 2 147 | 4% Deb. eee bea 106 991g 1001, — 
S.R. (2,147 mls.) 4% Guar. ... 10554 99 1001, — 
Passenger-train traftic.. 257,000 243,000 14,000 2,321,000 2,259,000 62,000 a, 
Merchandise, &c. 57,000 52,000 5,000 521,500 518,500 3,000 
Coal and coke 36,000 26,000 10,000 339,500 318,500 21,000 G. NorTHERN 
Goods-train traffic 93,000 78,000 15,000 861,000 837,000 24,000 (IRELAND) 
lotal receipts 350,000 321,000 29,000 3,182,000 3,096,000 | 86,000 Ord. na 11 5 514 
Liverpool Overhead 1,328 1,147 Isl 12,193 10.646 1,547 
(64 mls.) G. SOUTHERN 
Mersey (43 mils, 4.268 +222 46 39,156 37,789 1,367 (IRELAND) 
London Passenger Ord. we coc 211g 23 me 
rransport Board " 572,300 552,300 20,060 | 20,192,100 | 20,117,200 74,900 Prefce. SA | of 34 30 312 
_ _ Guar. ues ... 9434 691g | 6714 3 
RELAND Deb. aia cel OO 821, 79 4 
Belfast & C.D. pass. 1,688 1,562 126 15,097 14,571 526 
80 mls.) 
zoods 448 613 165 3,907 4,354 $47 L.P.T.B 
total 2,136 2,175 39 19,004 18,925 79 “uy “a” ... 12334 11012 11812 -_ 
o% A” 135 1211, 1281 _ 
Comes eainee pass. 8,600 8,800 200 72,150 67,450 +,700 a oe “T.F.A.” ...10834 |104 106 — 
543 mls.) sm“ B* seal hee 11412 1212 — 
goods 9,700 10,050 350 75,150 79,450 $300 “ C ” 9954 75 . 831lo 
total 18,300 18,850 550 147,300 146,900 400 
Great Southern __ pass. 30,787 29,959 828 250,410 238,958 11,452 MERSEY 
(2,076 mls.) Ord. aa ..., 428g 22 23 — 
goods 41,545 45,449 3,904 364,337 382,734 18,397 4% Perp. Deb. ... 103 963, 100 ‘oii 
total 72,332 75,408 | 3,076 614,747 621,692 6,945 % Perp. Deb. 776g | 74lg | 7438 | — 
= a ee see Le 7 aes 3% Perp. Prefce. 685, 611, 631g — 
* 36th week (before pooling) 
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CONTRACTS AND TENDERS 


New Coaches for the L.N.E.R. 


The L.N.E.R. has placed contracts 
for 103 non-vestibuled coaches as 
follow R. Y. Pickering & Co. Ltd., 


24 non-vestibuled third-class carriages ; 
Cravens Railway Carriage & Wagon 
Co. Ltd., 39 non-vestibuled corridor 
third-class carriages and 40 non-vest1 
buled corridor third-class carriages 


We are asked to make it clear that 
the motors for the new L.P.T.B. tube 
railways rolling-stock are being supplied 
by the General Electric Co. Ltd., and 
Crompton Parkinson Limited, who are 
manufacturing S800 motors each, while 
the control equipments for the trains 
are being supplied by the British Thom 
son-Houston Co. Ltd., which company 
has, with the railway company’s ap 
proval, sub-contracted, through the 
Crompton-West organisation, a minor 
part of its order for manufacture by 


\llen West & Co. Ad 
Vickers-Armstrongs Limited has re 
ceived the contract from the L.M.S.R 


for two pairs of dock gates in connec 
tion with important improvements being 
carried out at Barrow docks. The new 
gates are for the Ramsden dock entrance 


and the entrance to the lock. The 
L.M.S.R. is also extending the area at 
present covered by Buccleugh dock 


which, when completed, will enable the 
handling of hulls and completed vessels 
up to 800 ft. in length, including the two 
aircratt-carriers at present being con 
structed for the British Government by 
Vickers-Armstrongs Limited, and which 
will be the biggest vessels ever built at 
Barrow During last vear, nearly 
handled by the 


600,000 tons was 
I..M.S.R. stevedores at Barrow docks, 
the highest total recorded since the 


great wal 


Steel, Peech & Tozer has received 
an order from the Cordoba Central 
Railway for 191 steel tyres and six 


steel axles for locomotives 

The Madras & Southern Mahratta 
Kailway Administration has _ placed 
orders to the inspection of Messrs 


Rendel, Palmer and Tritton, with the 
Vulcan Foundry Limited fot 16 piston 
rods and 28 crossheads, and with Thos 
Firth & John Brown Limited for eight 


crank and six straight axles for loco 
motives 

H. J. Skelton & Co. has received orders 
from the Egyptian State Railways 
Administration for mild steel plates 
Ref. No. E.S.R. 1.413) total price 
4945, delivered free Gabbary quay 


The South Indian Railway Adminis 
tration has placed the following orders 


to the inspection of Messrs. Robert 
White & Partners 
Robert Stephenson & Hawthorns Limited 


locomotive coupling and connecting rods. 


Steel, Peech & Tozer Three locomotive 
crank axles. 
Thos. A. Edison Limited: 152 alkaline cells 


for train lighting 


Metropolitan-Vickers Electrical Co 
Ltd. has received a part contract from 
the L.M.S.R. (N.C.C.) for Cosmos elec 
tric lamps for a period of twelve months 
ending February 28, 1939 


3ochumer Verein A.G. has received 
orders from the Gaekwar’s Baroda State 
Railways Administration for 182 loco- 
motive, carriage, and wagon tyres, to be 
supplied to the inspection of Messrs. 
Rendel, Palmer & Tritton 


James Archdale & Co. Ltd has 
received an order from the Buenos Ayres 
Western Railway for high-speed 
vertical milling machine 


one 


March 11. 1938 

Howell & Co. Ltd. has received orders 
from the Cordoba Central R ilway 
for 1,865 Aquacidox galvanis« lid 
drawn steel boiler and flue tubs 

Tenders are invited by th Chief 
Controller of Stores, Indian Stores 
Department (Electrical Secti re 


ceivable by March 26, for the su 
a quantity of steel flue tubes 


Tenders are invited by the Chiet 


Controller of Stores, Indian ‘Sj ITeS 
Department (Engineering Sectior New 
Delhi, receivable by March 24, for th 
supply of 61,900 mild steel d oO 
plates and 311 dividing plates. 

The South African Railways & Ha 
bours Administration is calli for 
tenders (No. 1646) for the suppl 


delivery of quantities of copper plates 








The Egyptian State Railways Ad for locomotive boilers Tenders en 
ministration has placed the following dorsed fender No. 1646: Copper 
orders for machine tools (Ref. No Plates for Locomotive Boilers,’ s| uld 
E.S.R. 33.9/61.1) reach the Secretary te the Tender Board 

Crow Hamilton & Compan: One tube South African Railways & Harbours 
a tk Limited One piston Headquarters Othe Fn Johannesbut by 
ring hammering machine April 4. A copy of the schedule of re 

The British Oxygen Co. Ltd One uni- quirements, specification, and general 
versal oxygen cutting machine ‘ conditions of tender may be borrowed 

Thos. Robinson & Son Ltd. : One band saw 2 

Kitchen & Wade Limited ; Six radial drilling %0m the Department of Overseas 
machines Trade, London, S.W.1. 

Further Locomotive [Industry Rationalisation 

It is officially announced by the other specialities of production, and 
Locomotive Manufacturers’ Associa has accepted from the Association 
tion that arrangements have been proposal to take part in this mov 
made to reduce still further the num- ment which is desirable for the best 
ber of locomotive manufacturers by interests of the industry. Unemploy 
eliminating Kitson & Co. Ltd. of Aire ment will not result from this tran 
dale Foundry, Leeds, from com saction, as although Kitson & Co 
petition in the locomotive industry Ltd. will no longer build locomotives 


These arrangements are similar to 
those under which Sir W. G. Arm 
strong Whitworth & Co. Ltd., and 
Nasmyth Wilson & Co. Ltd. ceased 


manufacture locomotives 
Manufacturers’ 


recently to 

The Locomotive 
Association was formed in_ 1875 to 
deal with such matters as concerned 
the interests of the British locomotive 
industry as a whole, and of this body 


Kitson & Co. Ltd., both as a partner 
ship and later as a_ private limited 
company, has been a member since 
its institution. The general con 
ditions of the trade have been con- 
stantly under review by the Associa 
tion, and the position of late years, 


circumstances which are 
has proved a source of 
great anxiety. The capacity of supply 
far exceeded the demand that 
there has been overlapping and un 
economic production, involving un 
desirable overhead charges and result 
ing in a condition which is often as 
little desirable for the purchaser as 
for the manufacturers. As a con- 
sequence, a policy of elimination of 
superfluous installations was decided 


owing to 
well known, 


has so 


upon, involving a_ well-thought-out 
concentration of all the facilities. 
Kitson & Co. Ltd. recognising the 


productive capacity, 
its attention to 


redundancy of 
has decided to direct 


boilers, the firm will 
carry on its foundry and 
ring business in addition to t 
production of other specialities. 
During the last week in February, 
a declaration of solvency was filed ri 
lating to N.W. (Locomotives), 
Limited, which registered as a 
public company on January 21, 1938 
to acquire the business of manufac 
selling, dealing in 


ind locomotive 
continue to 


engine 


Was 


and loco 


turing, 


motives, then carried on by Nasmyth 
Wilson & Co. Ltd. The purchas« 
consideration of £70,000 was satisfied 


by the allotment of 
ordinary shares 
capital is £300 in 
deemable cumulative preference and 
200 ordinary shares of £1. Reference 
to the acquisition of the locomotive 
building interests of Nasmyth Wilson 


100 fully paid 
The authorised 
100 4 per cent. ré 


& Co. Ltd., was made in our issue of 
January 28 last. The London 
Gazette of March 8 records that a 
general meeting of the members olf 
the company in voluntary liquidation 
will be held at 21, Tothill Street, 


S.W.1, on Monday, April 11, at 12 
o'clock noon, for the purpose of receiv 
ing the liquidator’s accounts, showing 
the manner in which the winding-up 
has been conducted and the property 
of the company disposed of. Mr 
J. W. Vaughan is the liquidator. 
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38 
- LEGAL AND OFFICIAL NOTICES 
Way I ourt of the Railway Rates Tribunal Mbt: are set out in the Schedule hereto, have Applications must be filed on or before the 
lid : : ‘een lodged with the Railway Rates Tribunal. 29th March, 1938. 
ine Road and Rail Traffic Act, 1933. The Procedure to be followed in regard to the A copy of each Application can “ Sr ange 
inspection of the said Applications and_ the from Mr. G. Cole Deacon, Secretary, Rates anc 
Agreed Charges. filing of Notices of Objections is that published Charges Committee, Fielden House, Greai 
ief - in the London Gazette of 28th July, 1936. College Street, Westminster, London, 8.W.1, 
TOTICE IS HEREBY GIVEN that Appli Printed copies of the Procedure can be cb- price ls. post free 
es N cations for the approval of Agreed Charges tuined from the Railway R:z ites Pribenel, Bush T. J. D. ATKINSON, 
re inde ie provisions of Section 37 of the Road House, Aldwych, London, W.C. Registrar. 
f ma Rail Traffie Act, 1933, short particulars of Notices of Objection to any of the said 4th March, 1938. 
N f Number of 
lel \ Name of Trader and General Description of Trattic A ppli- Name of Trader and General Description of Trattic 
t eation 
Ne 
rHE CROWN BEDDING CO. LTD... Redfern Road, Tyseley. Bir Loss GEORGE BRETTLE & CO. LTD., 119, Wood Street, London, £.C.2 
\ 1 mingham : Bedsteads, Mattresses, Bedding, et« No. 163 Gloves, Hosiery, et« 
ipplicable also to traffic consigned by three Associated Subsidiag 1038 rHE FORE STREET WAREHOUSE CO. LTD... 104, Fore Street, 
Companies No, 164 London, E.C.2 ; Drapery, etc. 
te MASSON, SEELEY & CO. LTD... Howick Plac Westminster, Londo 1038 LACRINOID PRODUCTS LIMITED, Gidea Park Works, stafford 
tal N s S.W.1: Embossing Machines and Accessories, et No. 165 Avenue, Gidea Park, Essex; Bakelite Ware 
38 MURRAY & RAMSDEN LIMITED, Carrington Field Street. Stock 1938 Ss. MORRIS & CO, (CLOTHIERS) LTD., Sydmor Works, Crimbles 
N ) port ; [ndiarubber Balls No. 166 Street. Leeds, 7; Clothing 
Ss l. SHEVLOFF & CO. LTD., 28, New Brown Street. Manchester, 4 1038 WM. O'HANLON & CO. LTD., 49 and 51, Dale Street, Manchester : 
\ 1) Cotton, Linen, Woollen and Worsted Goods No. 167 Cotton and Linen Goods: Rollers for Blinds, and Brasswork 
ipplicable also to traffie consigned by o Lssociated of Subsidiary 1038 W. G. WHITE & CO., 7, Love Lane, Wood Street, London, E.C.2 ; 
Com pen / No. 168 Clothing. ete 
. . rHE SHR EDDED WHE CO. LTD... Welwyn Garden City, Herts 1938 bah rp gt SANDERS & CO LITD., 72 74, Wood Street, London, 
ieee No. 141 : Shredd d Wheat No. 165 E.C.2 ; Hats, Millinery, ete 
uid 3m MARSHALL FABRICS LIMITED, 17, Minshull street. Manchester 1038 JOHN SMEDLEY LIMITED. Lea Mills, Nr. Matlock, Derbyshire ; 
j N 142 Dress Materials, Household Furnishings, ete No, 170 Hosiery, Yarn, ete, 
. MOULDS & MOORE LiMITED, Barwell, Leicester Boots and 1938 BURLEIGH LIMITED, Lewins Mead, Bristol , Coarse Paper, Card- 
S N { Shoes, etc No, 171 board Cartons, Stationery, etc 
eo THE NATIONAL CORRUGATED PAPER CO. LTD Avres Road Applicable also to traffic consigned by one Associated or Subsidiary 
144 Old Trafford, Manchester, 16 Corrugated Paper, Machine Cutters Company. 
re et Labs ( TAAG, The Birches, Bracondale, Norwich Live Pigs 
7 | . rFrHOMAS GREEN & SON LTD... Smithfield Lron Works, Leeds, 2 No. 172 
ey N 145 Lawn Mowers, Garden Rollers, et 1038 ALEXANDER SLOAN & CO. LTD., 45. Bridge Street, Glasgow, C.5 
ed is CORDES (DOS WORKS) LIMITED. Newport (Mor Nails No. 173 General Stores Wares, et« 
i N 17 1038 SUFFOLK [RON FOUNDRY (1920) LIMITED, Winton House, St 
. HODGINSON & GILLIBKAND LIMITED, Lower Bridgman Street No. 174 Andrew Street, London, E.C.4; Lawn Mowers. 
N 148 Bolton : Hosiery tpplicable to traffie consigned by one Associated or Subsidiary Company 
. SCILLA BEAUTY PRODUCTS, | Percy Street, London, W.1 1938 ASHWORTH (SPECIALITIES) LIMITED. Pure’ Food Factory 
— N 149 Poilet Preparations No 75 Shirley, Birmingham : Groceries, etc. 
_ . WORCESTERSHIRE PACKERS & GROWERS LIMITED, 110 1938 CLAYTON MAYERS & CO. LTD., North Circular Road, London, 
\ 77) Cannon Street. London, E.C.4 Preserves No. 176 N.W.2: Glassware, et¢ 
is BRAND & CO. LTD... Mayfair Works. Vauxhall. London, S.W.S 1938 THE CRIMONY CO. LTD., Heath Road, Twickenham, Middlesex 
N v1 Groceries, Preserves, Provisions, et« No. 177 Confectionery, Preserves, etc 
5 THE FLEETWAY MANUFAC Ay RING CO. LTD... Winton House 1038 FAUDELS ne =e, 40, Newgate Street, London, E.C.1; Drapery 
T 152 St. Andrew Street, London, E.C.4: Domestic Woodware, et« No. 178 Fancy Goods, et 
s FOWLER BROS. LTD.. 40, St. Martins-le-Grand, London, E.C.1 1038 THE FORE STR i ET WAREHOUSE CO. LTD., 104, Fore Street 
N 153 Confectionery, Groceries, et No. 179 London, E.C.2; Drapery, ete 
( | is THOMAS HEDLEY & CO. LTD ogy Buildings, Collingwood 1038 G. W. G OODWIN & SON, Ordsall Lane, Manchester; Soap, etc 
| No. 154 Street, Neweastle-on-Tyne, 1; Candles, Soap, ets No. 180 
st s J.C. LEY & SONS LTD., Canterbury Les Nii Ik Old Radford, Not 1038 W. T. TAYLOR & CO. LTD... Victoria Mills, Horwich. Nr. Bolton 
N l tingham ; Waste, Rags, Textiles, Sponge Ck ine ete No. 181 Lanes : Towels 
‘ NEWMAN’SSLIPPERS LIMITED, Gr iin We ks. Blackbu Slippers 158 ALEXANDER SLOAN & CO. LTD.. 45, Bridge Street, Glasgow C5 
N 7 (Felt) No. 182 Clothing, Drapery, ete 
) Ss PANNETT & NEDEN, 206/208, Stewart Road, Londo S.W.s 138 BALLITO HOSIERY MILLS LIMITED, Hatfield Road, St. Albans ; 
N 157 Bulbs, Seeds. Toilet Sundries, ets No. 18 Hosiery, ete 

> ‘ HARRY PECK & CO. LTD... & Devonshire Gro Old Kent Road 1038 THE CELLULAR CLOTHING CO. LTD 14, Moor Lane, London, 
ill \ ys London, 8.6.15: Preserves, Provisions, et« No. lsd E.C.2; Shirts and Underwear 
s rHE STAR POLISH CO. (BIRMINGHAM) LTD... 80, Cornwall Street 1038 GRATTAN WAREHOUSES LIMITED, tneleby Road, Bradford 

N ) Birmingham Boot, Floor and Metal Polish. Scouring Powder, Toilet No. 185 (Yorks): Clothing, ete 
Requisites, ets 1938 MITCHELL, WALKER & CO., Clyde Works, Ingram Road, Leeds 
ipplicable also to traffic consigned by on Issociated Subsidiar No. 186 11; Clothing. 
Company 1938 L & R. MORLEY LIMITED, 18, Wood Street, London, E.C.2 : Gloves, 
\ ss JAMES WATKINSON & SONS LTD Washpit Mills, Holomotirth No, 187 Hosiery, ete 
N 160 ur. Huddersfield : Woollens and Worsted Cloth 1038 [. E. TRENT & CO. LTD., 10, Oat Lane, Wood Street, London, B.C.2 
No. 188 rextiles 
® ASTIN BROS. LTD... Hebden Bridee Clothing 1O38 PAUL WALSER & CO. LTD., Reslaw House, Great Marlborough 
Ni Gl No. 189 Street, London, W.1; Hats, Milliery, et« 

1 s BRADFIELD, IBBERSON & CO. LTD... King’s Lyi Norfolk ; Cloth 1038 WELCH, MARGETSON & CO. LTD., 16. Moor Lane, London, E.C.2; 
e N 162 ne. et No. 190 Textiles, etc 
The Bengal & North Western Railway Crown Agents for the Colonies FFVHE proprietors of the following British 
} Pa : cana Patents desire to introduce their inventions 
a Company Limited COLONIAL GOVERNMENT APPOINTMENTS tu the notice of manufacturers and others with 
3 THVHE Directors are prepared to receive is: iy , : gi pia a view to the inventions being worked commer- 

7, ‘ 7 oe PLICATIONS fr alified candidates cially under licence or otherwise. com- 
d I lenders for the supply of \! PLICATIONS from qua oo, Se : 

, : 4 are invited for the following post : munications to be addressed to Jensen & Son, 
d FIVE LOCOMOTIVE BOTLERS, P. CLASS JUNIOR DRAUGHTSMAN Chartered Patent Agents, 77, Chancery Lane, 
d per Specification to be seen at the Com- required by the Kenya and Uganda Railways ee W.C.2. ; 

iny’s Offices and Harbours for one tour of 24-48 months 21016 Improvements in railway axle 
Tenders addressed to the undersigned, and with possible permanency. Salary £390 18s.-£48¢ journal lubricators. ; 
( envelope marked ‘Tender for Boilers,” with a year. Free passages and quarters and leave 421712 Improvements in railway carriage 
the name of the firm tendering, to be lodged on full salary Candidates, aged 23-30, must axle ‘boxes. 
¢ not later than Noon on the 5th day of April possess a sound knowledge of modern carriage 
38 anc wagon design and construction, including 
For each Specification fee of 10s. will be modern welded steel carriage and wagon prac- Universal Directory of Railway Officials 
M charged, which cannot under any circum tice, and in addition have had workshops ex- is 
f tances, be returned. perience. They should hold the Higher National and Railway Year Book 
lhe ene do not bind themselves to Certificate (Mechanical Engineering) or an 
i ceept the lowest or any Tender equivalent qualification; and a knowledge of ‘ 
By Order of the Board railcar body design would be an advantage. 43rd Annual Edition, 1937-38 
ILLI ae »N Apply at once by letter, stating age, — r 
anaging Director married or single and full particulars of quali- Thic Baal Tr “a 
" 37, Gresham House fications and experience and mentioning this This unique publication gives the names of 
Old Broad Street, paper to the Crown Agents for the Colonies, all the principal railway officers throughout 
London, E.( 4. Millbank, London, a 1, quoting M/5757 the world, together with essential particulars 
d 8th March, 1938 of the systems with which they are connected. 
FFICIAL ADVERTISEMENTS intended for Much general and statistical information about 
| AILWAY Track Supply firm in need of ( insertion on this page should be sent in railways is also concisely presented. 
Outdoor Assistant for work of compara- as early in the week as possible. The latest 
) tively simple nature are open to hear from time for receiving official advertisements for Price 20/- net. 
pplicants with Permanent Way _ experience this page for the current week’s issue is noon F 


Appaistaens temporary in first instance.-Box 
0. 23, c/o THe Ratway Gazette, 335, Tothill! 
Street, London, S.W.1. 
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All advertisements should be 
The Railway Gazette, 33, Tothill 
London, 8.W.1. 


on Thursday. 
addressed to :— 
Street, Westminster, 


THE DIRECTORY PUBLISHING CO. LTD. 
33, Tothill Street, Westminster, S.W.1. 
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Conditions in the stock and share 
markets have not shown any material 
change for the better, and prices in most 
sections are, in fact, lower on balance for 
the week. At one time there was an all 
round lowering of values, but as_ the 


extent of the latter was out of all propo! 


tion to the amount of selling, it required 
only moderate buying on Wednesday t 
bring about partial improvement Busi 
ness has remained on the small side owing 
to the tendency to await the budget pre 
po ils as it is realised the latter may 
have an important influence on the trend 
of markets in the near future Phere are 


general expectations that no material rise 


THE RAILWAY GAZETTE 


Railway Share Market 


prices under the influence of the 
better 
good traffics for the past week. 
excellent comparison with the 
disappointing figures of the previous week, 


particularly in the the L.N.E.R., 


make an 


case of 


whose gain in receipts for the current year 
which is larger 


£355,000, 
the other main line 


to date is now 
than that of any of 
railways. Nevertheless, L.N.E.R. first and 
econd preference were rather dull 
on Wednesday around 583 and 21 respec- 


stoc ks 


tively L.M.S.R ordinary, although 
lower on balance, was firmer on Wednes- 


day and changed hands up to close on 22, 
pending the meeting. The 4 per cent. pre 


rather 
general market conditions and the 
The latter 


March 11, 1938 


exceeded market 


gaili estimates reat 
Western ordinary improved to nearly 56}, 


the traffic receipts, which show a r of 
£39,000 for the past week, also being ; 
factor in this case. London Transport 
‘C’’ was a steady feature in the 
of 83. 

Argentine railway securities remained 
out of favour owing to the disposition to 
await further news regarding the croy 
Debenture stocks of the B.A. Great 
Southern, B.A. Western and = Centra! 
Argentine are reported to have been sub 
ject to the largest amount 
although on intrinsic merits they are prob 
ably moderately priced in relation to the 


of sel 











in taxation will be proposed, although in ference and 1923 preference also had a preference and ordinary stocks and 1 
view of the speeding up of the rearma steadier appearance subsequently. is, of course, no reason to fear that t 
ment programme, it is thought in some Southern deferred showed improvement interest payments will not continue 1 
quarters that an increase in the N.D.( from the lowest price touched earlier in met in full. Cordoba Central first de} 
payments may be proposed the week and was in request at slightly tures were reactionary at 37. Ameri 
tlome railway stocks moved to lower wer 20, while better demand was also rail stocks were dull, and moderately lov 
vels at the beginning of the week, bu reported for the preferred ordinary stock prices again ruled for Canadian Pacit 
ubsequently howed some recovery in up to 77; the past weck’s £29,000 traffic ordinary and preference. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
! for Week = Aggregate Traftics to Dat Prices 
Mi Weel = ee = 
Xailwa el . . o - ~ 
1937-38 os Potal Inc. o Des ¢ —— Increase or Stock 25 oh 5 
his yea Se cee tae : Decrease pe os BS 
th 1937 y rhis Year Last Year = w 4 
£ £ £ £ £ 
f Antofagasta (Chili) & Bolivia 834 6.3.38 10,810 7,300 10 155,460 153,790 + 1,670 Ord. Stk. 29 1014 11 Nil 
| Argentine North Eastern 753 5.3.38 8,170) 36 332,917 315,538 + 17,379 * 19], 6 4lo | Nil 
| Argentine Transandine _ — — _ -- -~ A. Deb. 93l> 60 80 5 
| Bolivar 174 Feb., 1938 3,500 2,200 9 7,100 11,100 — 4,000 6p.c. Deb. 91g 5 8lo | Nil 
Brazil — _ — _ — — a Bonds. 17 9 7 71 
| Buenos Ayres & Pacific 2,806 5.3.38 111,476 12,780 36 3,071,033 3,160,403 — 89,370 Ord. Stk 171g 512 5 Nil 
| Buenos Ayres Central 190 i9.2.38 $103,500 $38,200 34 $4,148,600 $4,856,906 — 3708300 Mt. Deb. 41lo 18 lllo | Nil 
| Buenos Ayres Gt. Southern 5,084 5.3.38 200,496 26,303 36 5,304,961 5,207,214 + 97,747 | Ord. Stk 3334 1312 12lo Nil 
| Buenos Ayres Westera 1,930 5.3.38 $2,990 13,089 36 1,633,747 1,718,005 — 84,258 - 3154 Ill, 9 Nil 
' Central Argentine 3,700 5.3.88 105,834 81,195 36 4,477,719 5,418,160 — 940,441 a B41, 1034 9 Nil 
3 | Do. — _ ~ — — — _ Dfd 2012 4}2 Sly | Nil 
c | Cent. Uruguay of M. Video 98U 26.2.38 22,929 $124 35 619,172 608,146 | 4 11,026 | Ord. Stk. 6120 2 Zip | Nil 
8 | Cordoba Central 1,218 Ord. Ine 6l4 ll Ilo | Nil 
< | Costa Rica 188 Dec., 1937 31,844 + 12,491 26 155,206 110,934 > + 44,272 Stk. 38 27 2710 714 
= | Dorada 70  Feb., 1938 14,700 1,100 9 32,400 31,100 + 1,300 | 1 Mt. Db. | 107 106 106 555 
= < Entre Rios 810 5.3.38 14,069 + 1,706 36 521,000 472,218 | + 48,782 | Ord. Stk 19716 6 5 Nil 
g | Great Western of Brazil 1,092 5.3.38 7,300 1,400 10 84,400 86,700  — 2,300 Ord. Sh. 34 lg lg Nil 
CO | International of Cl. Amer 794 Jan., 1938 $487,142 $26,797 5 $487,142 $513,939 $26,797 _ ~ 1a 
#@ | Interoceanic of Mexico - — — —_ —_ ao -- Ist Pref. 2/ 1/- tz | Nil 
a | La Guaira & Caracas 223 Feb., 1938 4,970 8 | 9 9,580 11,195 1,615 Stk. 812 8 8 Nil 
3 | Leopoldina 1,918 5.3.38 19,176 4,237 10 179,920 206,157 — 26,237 | Ord. Stk 914 3 3 Nil 
2 | Mexican ; 483 28.2.38 $374,400 $18,600 9 $2,601,000 — $2,603,500 32,500 $ Ilo ly 3 | Nil 
Midland of Uruguay 319 Jan., 1938 12,586 + 1,824 3l 65,059 60,985 + 4,074 r 17g lg lg | Nil 
| Nitrate 384 28.2.38 6,579 2,382 9 31,326 29,791 } 1,535 | Ord. Sh. 3lig 2 2316 | Nil 
Paraguay Central 27 5.3.38 0 + $7),000 36 $112,120,000 $95,626,000 + $16,494,000 Pr.Li.Stk. 84 7914 7615 7lii6 
Peruvian Corporation 1,059 Feb., 1938 537 1,764 35 660,322 644,887 15,435 Pref. 1454 412 5 Nil 
Salvador 100 26.2.38 30) #13,000 35 ¢678,625 _ 250,633 Pr. Li. Db. 231g 211g 2212 | Nil 
| San Paulo 1534 27.2.38 27,500 $324 4 247,154 2 22 5,068 | Ord. Stk 981 56 5010 QT 
Taltal 160 = Jan., 1938 6,295 + 2,705 31 28,830 24,490 + 4,340 | Ord. Sh. le Lye 34 | 186 
United of Havana 1,353 5.3.38 38,307 12,910 36 794,028 797,439 3,411 Ord. Stk. 5b 31z0 3 Nil 
| Uruguay Northern 73 Jan., 1938 1,072 20 «31 6,372 7,616 — 1,244 Deb. Stk 10 2 2 Nil 
« (Canadian National 23,803 28.2.38 724,440 $1,266 9 5,322,270 5,669,041 346,771 — - —_ — 
zy Canadian Northern - i — _- _ _ — 4p... Perp. Dbs 77 6215 6719 $15 )¢ 
c Grand Trunk - _- — — _ _ — — 4p.c.Gar. 101%, 9412 100 7 
5S | Canadian Pacific 17,186 28.2.38 507,000 19,400 9 3,939,600 3,983,800 - 44,200 Ord. Stk. 18 74 6lo | Nil 
f Assam Bengal 1,329 10.2.38 $3,335 2,149 47 1,202,425 1,159,379 + Ord. Stk. 86 731 81 Silyg 
Barsi Light 202 10,2.38 6,022 3,727 47 120,735 98,333 + Ord. Sh. 6612 46 59 lo 
Bengal & North Western 2,107 10.2.38 $2,999 11,932 i9 1,010,161 —_ Ord. Stk. 317 301 303 515 
* | Bengal Dooars & Extension 161 20,2.38 3,837 5360 48 131,876 + ie 100 84 87128 67g 
Ss { Bengal-Nagpur 3,268 217,725 16,022 48 6,246,008 5,440,296 + ms 101 89 911, 43 
© | Bombay, Baroda &Cl.India 3,072 204,150 - 13,500 49 8,079,150 8,050,275 + : 113 11012 11139 53g 
™ | Madras & Southern Mahratta 2,957 154,050 »974 48 4,912,179 4,921,426 110 105 1051, 8 
Rohilkund & Kumaon 571 18,175 897 19 191,159 202,187 | — a 314 302 307 51 
South Indian 2,5318 119,512 1846 47 3,617,419 3,467,250 10312 991g 1011, 411ly¢ 
{ Beira-Umtali 204 8 Dec., 1937 90,397 + 21,605 13 276,730 206,068 + 70,662 ~ — _ _ — 
Egyptian Delta 620 10.2.38 7,408 - 69 47 232,096 221,820 | + 10,276 Prf. Sh. 31/ 34 1g Nil 
| Kenya & Uganda 1,625 Jan., 1938 273,554 20,685 5 273,554 294,239 - 20,685 a — — _— _ 
2 | Manila — — — — — a eo B.Deb. 481g 4312 | 4712 | Silly 
& 2 Midland of W. Australia 277 Jan., 1938 13,642 + $28 | 31 97,976 94,867 + 3,109 Ine. Deb 98 9312 9312 414 
« | Nigerian 1,900 22.1.28 63,995 573 43 2,326,732 + 366,505 _ -- o- — _— 
> | Rhodesia 2,451 Dec., 1937 121,643 + 72,205 | 13 1,317,239 1,038,328 + 278,911 a ae — = — 
| South Africa 13,263 19,2.38 617,042 + 18,575 47 $9,003,217 ‘ + 1,544,798 — -- — — _ 
{ Victoria 4,774 Nov., 1937 866,010 2,978 21 _ — -- — _ 


+ Receipts are calculated @ Is. 6d. to the rupee. 


Nore 
l tion in Sterling value of the Argentine paper 
oved misleading, the amount being 





verestimated Phe 




















peso has lately been so 
“he statements are based on the 








-Yields are based on the approximate current prices and are within a fraction of 1g. 
§ ex dividend. 


great that the method of converting the Sterling weekly receipts at the par rate of exchang 
current rates 


of exchange and not on the par value. 
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